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FOR every railway purpose, you will find the chain you need in the 
big ACCO Line, and more, you will find strength, saving and 
safety in every ACCO CHAIN. 


For service on cranes—outdoors or indoors, for dredge service 
and derrick service. For safety chains on passenger car equipment, 
for signal service, for locomotive bells and conductors’ valves. For 
service on steam hose, for switching service, for every railway purpose 
where absolute dependability and marked economy are factors, there 
is an ACCO CHAIN—the chain which always stands the 
strain. 


ACCO—the chain in which every link is tested to stand far 
greater, strain than service can impose. ACCO—the chain 
which is made safe and makes good. ACCO—the chain with reserve 
strength built into each link. ACCO—the Chain of Perfect Uni- 
formity of Quality. AACCO, that chain of Safety—Safety because 
every link in every ACCO CHAIN will hold for the pur- 
pose intended. 


ACCO CHAINS Exhibited at Booths No. 305 and 7 


American Chain Company, Inc. 
Bridgeport, 





IN CANADA: 
DOMINION CHAIN CO., LTD., 
NIAGARA FALLS, ONT. 








General Sales Office: 


Grand Central Terminal, 
New York City 
District Sales Offices: 
Chicago Pittsburgh Boston 


Philadelphia Portland, Ore. 
San Francisco 


LARGEST MANUFACTURERS OF RAILWAY CHAINS IN THE WORLD 


Alphabetical Index to Advertisements Page 42 
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Comparatively few open side planers are being used inrail- 
way shops; this is surprising, considering the numerous 
advantages afforded by their con- 


Open Side struction. Some practical shop men 
Planer apparently fear that this type of 
Uses planer is weak and not rigid enough 


for accurate production work, a be- 
lief which is refuted by the facts, since open side planers 
in navy yards and large commercial machine shops are 
successfully taking heavy cuts at the end of cross rails 
seven feet or more in length. It is simply a case of 
designing the housing and crossrail sufficiently strong to 
withstand the torsional stresses. The other details of 
design are similar to the usual planer construction, except 
that only one side head is available. The main advan- 
tages of open side planers are ease of set up and inspec- 
tion, and the ability to handle work too large to go 
between the ordinary double housing arrangement. Deck 
castings, truck bolsters, and in fact, any large castings 
with short cross planing jobs can be handled to good 
advantage. Arrangements have been made at one car 
shop to remove the housing of a large planer whenever 
it is desired to use the machine as an open side planer. 
For ordinary planing jobs the housing is quickly put in 
place and connected up. For light work, a machine of 
the open side crank planer type, placed on the market 
recently by an eastern machine tool builder promises 
great adaptability. This machine is especially suited to 
tool room work and the machining of irregular shapes 
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having short plane surfaces. It is faster than the 
ordinary planer and more accurate than a shaper. In 
addition, work can be set up with greater convenience 
and may be inspected easily during the operation of 
planing. Taken altogether, the advantages of open side 
planers of all sizes would seem to warrant more serious 
consideration by railway shop men than they have 
accorded to these machines in the past. 


There is a shortage of over 250,000 freight cars on the 
railroads of the United States and Canada. The number 
of new cars that can be built this 
Rehabilitate = year will probably not exceed 75,000, 
the which is not enough to take care of 
Old Cars normal retirements, and these cars 
will cost nearly three times the pre- 
war prices for similar equipment. There are large num- 
bers of old 30-ton box cars still in service, the present 
value of which is exceedingly small, and they constitute 
such a large proportion of the total number of available 
cars that they cannot be retired for many years to come. 
Most of these cars can be rehabilitated with an expendi- 
ture not exceeding the normal cost of new equipment, by 
the application of steel center construction or draft arms, 
modern draft gears and rebuilt trucks, thereby restoring 
their service value practically to that of new equipment: 
Here is an opportunity for an exceedingly profitable in- 
vestment and a most promising means of helping to re- 
lieve the present car shortage. 


It has been suggested in previous issues of the Daily that 
electrical matters should be handled by Section III in a 
: manner which would permit.of more 
The Electrical detailed attention. Steps have been 
Engineer in taken to accomplish this end. The 
Section III Association of Railway Electrical 
Engineers has requested that it be 
taken in as a division of Section III, Mechanical, of the 
American Railroad Association. If this is done, much 
of the need for this attention will be taken care of auto- 
matically as the new division would hold separate meet- 
ings. In making this change the fact that it is impossible 
to divorce electrical from mechanical problems should 
not be lost sight of. For example, if a new air line is 
to be added to a motor-driven compressor, the load may 
be increased so that the motor can no longer handle it. 
Difficulties might be avoided by advising the electrical 
engineer of the proposed change. In view of the ever- 
increasing importance of electrical subjects, each railroad 
should have an electrical man who is big enough to cover 
all such matters in an advisory capacity and each one of 
these men should take an active part in the affairs of the 
electrical division. 


The presentation and discussion of 34 technical reports, 
conducting the opening exercises, and clearing the docket 
of association business in a total ses- 

Get Into sion time of 18 hours is a big job. 

the To accomplish it successfully the 
Discussions! members must keep clearly in mind 
their responsibility to take part in 

the discussions. If the reports are to be read and ac- 
cepted without discussion there is little object in attend- 
ing the convention. There was a noticeable reluctance to 
start discussions on some of the reports presented last 
week. These reports should have brought out spirited 
comment. No committee can present a report with which 
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none of the members will disagree, and the convention 
floor, not the exhibits, the boardwalk or the hotel lobbies, 
is the place to go on record with these differences of 
opinion. The work of the standing committees in large 
measure must be shaped by the trend of the discussions 
on the floor of the convention and the quality of their 
reports will be improved if the committees are compelled 
to defend themselves. If a report is accepted with no 
apparent show of interest there is little encouragement 
for the committee to continue the arduous labor of con- 
ducting the investigations and analyses of material re- 
quired in the preparation of its future reports. The cost 
of attendance at the convention and the limited time which 
can be devoted to each report makes every minute of the 
sessions precious. Don’t wait for someone else to start 
the discussions. : 


One of the noticeable features of the bad order situation 
during the past year has been the large number of steel 
cars requiring heavy repairs that 
have been held out of service. Few 
roads have given special attention to 
providing facilities for repairing 
this equipment and while there are 
a few excellent steel car shops, taking the country as a 
- whole the provisions for heavy repair work are wholly 
inadequate. An erroneous impression seems to exist in 
the minds of some that elaborate equipment is needed for 
heavy steel car repairs. Even in large shops it has not 
been found necessary to install many machines and in a 
small plant a few simple and comparatively inexpensive 
devices are sufficient for handling all ordinary work. 
Remarkable work has been done with portable tools 
equipped with special appliances for handling heavy 
parts. If provision is made for transporting the neces- 
sary material and for heating parts requiring flangin¢ or 
straightening, the remainder of the work can be per- 
formed with a few simple machines. There is no reason 
for doubt that the investment required for these facilities 
will be fully justified by the savings effected, even at 


points where comparatively little steel car work is 
handled. 


Facilities 
for Steel 
Car Repairs 


What is dynamic augment? It is a destructive force and 
perhaps if it were designated by a more descriptive 
phrase such as “rail pound” its sig- 

A nificance might be more generally 
appreciated. Locomotive design 
would be very much simplified if 
the weight of the motionless engine 
were all that had to be considered with respect to its 
effect on rails and bridges. The effective weight on the 
rails is, however, greatly augmented by the dynamic 
forces generated by the heavy main and side rods. As 
the driving wheels revolve rapidly a blow is transmitted 
to the rail at every revolution and this force increases 
tremendously not only with the speed but with the weight 
of the main and side rods. This factor is always taken 
into consideration in estimating the maximum weight 
that can be placed on the driving wheels and consequently 
even the smallest reduction in the weight of main and 
side rods would make it possible to increase considerably 
the size and weight of other parts of the locomotive such 
as the boiler. It may be assumed that the design 
of reciprocating parts is efficient and that it would not 
be be possible to further reduce the weight of these 
parts without the use of alloy or specially treated steels. 
The point to bear in mind is that dynamic augment is 


Destructive 
Force 
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not simply a technical phrase designed to create a market 
for special alloy steels, but a destructive force constantly 
at work decreasing the efficiency of locomotives which can 
only be corrected by the use of lighter reciprocating 
parts. 


Admitting the necessity for improved engine termin: als, 
would it not be well to get down to particulars and stud) 
the exhibits with reference to im- 


Paving provements applicable to them? Our 
the Ideas as to what constitutes an im- 
Way proved engine terminal have ad- 


vanced a pace within the last few 
years. Consider, for instance, the effect of the type of 
floors on almost every operation in the roundhouse. Good 
floors assist the ordinary trucking of engine parts and 
are essential to the use-of tractors, which is now becoming 
general practice. The convention exhibits include quite an 
assortment of tractors applicable to engine Soaes and 
mechanical representatives should take this opportunity 
to get acquainted with the tractor and find out some of 
the things it will do as well as some of the things it will 
not do, if they have not already had experience with the 
device. Had you arrived at the pier a day in advance of 
the convention you would have been amazed at the rapid- 
ity with which the exhibits, including the many heavy 
machine tools, were transferred from the railroad cars 
at the foot of Arkansas avenue and moved into place by 
the efficient tractors. The electric battery truck on ex- 
hibition, having a crane attached for handling rods, driv- 
ing boxes, cylinder heads, pistons and other heavy parts 
about a locomotive, should be of interest to mechanical 
men who are planning improvements to engine terminals 
on their line. But do not overlook the fact that good 
floors are the foundation for this and other terminal im- 
provements. 


The percentage of increase in the wages of car inspectors 
during the past two years has been greater than for any 
other class of employees in the me- 
chanical department. In many of 
Car the wage agreements formerly in 
Inspection force the eight-hour day did not ap- 

ply to the car inspectors. The wage 

increases and the eight-hour day together have added 
enormously to the cost of inspection, and under these 
circumstances it behooves the roads to give serious con- 
sideration to the problem of reducing the labor required 
for inspection. Thorough inspection is, of course, essen- 
tial from the standpoint of safety, but merely finding the 
defects does not improve the condition of the cars. Mak- 
ing repairs in yards is costly; it requires a large force of 
inspectors and often results in serious delays to trains. 
For this reason the best results in reducing the cost of 
inspection have been obtained by the roads that have 
directed their efforts to putting the cars in condition to 
make a considerable mileage without repairs, rather than 
making hurried and often improper repairs in the yard. 
If care is taken to have defects repaired when cars are 
empty and if through trains are handled at the originat- 
ing terminal with a view to doing away with the neces- 
sity for further repairs, at least during the remainder of 
the trip, the cursory safety inspection at intermediate 
terminals should prove sufficient. One road in particular 
has secured excellent results by adopting this policy. The 
improvement in the movement of all trains has been 
noticeable, but the most remarkable saving has been 
achieved on through stock train runs where, by avoiding 
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the development of defects enroute and shortening the 
time required for intermediate inspection, one resting 
period has been eliminated on many of the longer runs. 


It is expected that before the car department officers 
finish their part of the convention there will be consid- 
erable discussion on the subject of 


High high capacity cars; that is, cars hav- 
Capacity ing a capacity in excess of 55 tons. 
Cars It would be disappointing if there 


were not. But there are two aspects 
of the situation with respect to high capacity cars and 
mechanical men should not forget that the commercial 
aspect is the paramount consideration. Where it is im- 
possible or inexpedient to load 50-ton cars to capacity, 
there can be no object in building heavier cars, and it 
must not be forgotten that the use of very small car units 
has been economically justified abroad. On the other 
hand, if it is a fact that commodity conditions are favor- 
able and it can be shown that higher capacity cars will 
augment train loading, this should be properly empha- 
sized by those in a position to know the facts. A note of 
caution, however, should be injected into any discussion 
in regard to the possibilities of high capacity cars that 
does not take into consideration certain limitations. En- 
thusiasts are liable to over-estimate the extent to which 
the dead weight or the frictional resistance per ton of 
lading can be reduced with high capacity cars, and while 
this can unquestionably be done it must be borne in mind 
that the transition from a four to a six-wheel truck will 
in itself increase the frictional resistance at least 50 per 
cent. It is absurd to talk about increasing gross ton load- 
ing to any appreciable extent by means of high capacity 
cars, particularly on heavy gradients. 


Upkeep of equipment is the chief function of the me- 
chanical department and the measure of its efficiency 
lies in the cost of adequate main- 


Mechanical tenance. The object of a stores de- 
Versus Stores partment or the service of supply 
Department 0 far as it affects the mechanical 


department is to provide on the 
ground when needed the material actually required for 
the repair and construction of equipment. The ser- 
vice of supply is not a primary but is an auxiliary ser- 
vice; it does not participate in the responsibility for 
moving trains nor furnishing the locomotives with 
which to move these trains. Moreover, the actual 
work involved in the distribution of material is per- 
formed by other departments and the chief function of 
the stores department is in reality largely of a super- 
visory character. The supply train is an excellent 
means for providing outlying stations with material 
and curbing excessive material stocks at these points, 
but the actual operation of this train is entrusted to the 
operating department and the mechanical department 
is responsible for providing the equipment, including 
the ldcomotive and engine crew without which the sup- 
ply train would accomplish nothing. The real value of 
the service of supply lies in the establishment of a pol- 
icy that will conserve the resources of the property 
without hampering the execution of its duties, but the 
tendency of any department permitted to dictate a policy 
without assuming responsibility for the ultimate effects 
of that policy is towards autocracy, and on this ground 
the stores department cannot be held altogether blame- 
less. It may be that if the mechanical department were 
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allowed a free hand in the ordering of material, the re- 
sult would be financially disastrous, but it is equally con- 
ceivable that if the service of supply were conducted 
solely with a view to reducing the cost of material and 
material distribution, the operation of the road as a 
whole would soon come to a standstill. It is well to 
bear in mind that the railroad cannot be operated for 
the benefit of any one department, and that each de- 
partment must be operated for the benefit of the rail- 
road considered as a whole. 


The remarks on the labor situation in Mr. Tollerton’s 
address seem to have struck a responsive chord in the 
minds of the mechanical officers. 


A Half While the “orderly discussion and 
Solved just consideration by representatives 
Problem of all concerned” has not been in 


evidence during the recent labor 
troubles, there is no doubt that the stand of the labor 
board in refusing to deal with men who have left their 
positions will ultimately have the desired effect and will 
in a large measure prevent strikes. But even though 
walkouts are entirely eliminated, there is nothing to pre- 
vent men “striking on the job” and without some definite 
measure of what constitutes a fair day’s work this would 
be hard to combat. A partial solution of the labor prob- 
lem is no doubt embodied in the transportation act. It 
should put an end to the protracted controversies for- 
merly involved in making a wage schedule and should 
insure continuous operation, at least after a fashion, 
pending a settlement. But the roads cannot operate effi- 
ciently unless they can interest the men in their work 
and secure loyal co-operation in getting output. The 
sun is setting on the day of open warfare between the 
railroads and their employees. The first signs of the 
new order are to be found in the plans now being con- 
sidered for arousing interest by shop committees, by 
stock ownership and similar means. The labor question 
is one of the principal topics of informal discussion at 
the convention. Is there any valid reason why a matter 
of such great importance should not be considered by 
the association? The labor problem on the railroads has 
become so acute largely because there has not been 
enough of the same perfectly frank study and discussion 
of the labor problem that has been given to engineering 
problems. 


We hasten to correct a wrong impression that has ap- 
parently been made in the minds of some of our friends 
: by the series of editorials which we 
Treat have published in the Daily on the 

"Em college man and the mechanical de- 
Rough” partment. Our sole intention has 

been to develop some practical means 

by which the mechanical departments could successfully 
recruit technically trained men—men who are absolutely 
vital to the future success of the railroads. We hold no 
brief for the college men; they are well able to take care 
of themselves. We do not believe the railroads should 
cater to them or pamper them, or try to make the job 
easier for them. The technical men ask for no odds. 
The railroads need them and must make it possible for 
them to enter the service and secure the right kind of 
training to make their work really effective. Two roads 
within the past year have had between 20 and 30 applica- 
tions from college men to enter the mechanical depart- 
ment, but in both cases have had to turn them down be- 
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cause of the way in which the National Shop Agreement 
is interpreted in relation to special apprentices. In one 
case a senior in the mechanical engineering department 
of one of our colleges made a round trip of 2,800 miles 
to emphasize his application by a personal interview. 
Some provision should therefore first be made to take 
these men into the service and train them in the right 
way. Next, the men must be made to realize that hard 
work and lots of it will result finally, if they make good, 
in a substantial and worth while position. This means— 
and it is exactly what every mechanical department man 
wants and what George Basford emphasized so forcefully 
in the paper he read last week—that the mechanical de- 
partment officer must be a real force and authority in 
the operation of the railroad. The head of the mechan- 
ical department must report to the very highest executive 
officer, should preferably be a vice-president, and should 
have a real say in all matters in any way affecting his 
department. With such a goal to work to there will be 
no difficulty in attracting technically trained men to the 
service—and of holding them. No amount of hard work 
will drive them away under these conditions. 





Elsewhere in this issue will be found a proposed course 
of training for technical men who enter the mechanical 


: department. The right kind of a 
Training man will profit with any sort of a 
Railroad course, but there are one or two 
Officers modifications in the proposed course 


that would undoubtedly make it far 
more effective in accomplishing its purpose. For in- 
stance, two months only are required in roundhouse 
work; six months would be far better, Here the me- 
chanical man comes in intimate contact with the trans- 
portation department and its needs and gets a far better 
appreciation of the business or operating end of the rail- 
road. This he must have if he is going to qualify suc- 
cessfully for any important position in the mechanical 
department. The roundhouse also teaches him the neces- 
sity of doing work on time and helps him to see the 
danger and loss caused by careless or indifferent work. 
One mechanical department officer who has had a wide 
experience in developing men for official positions in the 
mechanical department is authority for the statement that 
“six months of roundhouse experience is worth more 
than all the rest of the course put together.” Special 
apprentices should also be required to make periodical 
reports to an important officer in the mechanical organi- 
zation in relation to the work on which they are engaged 
and these reports should be carefully criticised and re- 
turned to them. Too many railway officers, particularly 
in the technical departments, do not understand how to 
express themselves forcefully; the beginners should be 
given a real course in making effective reports and in 
using business English. A young mechanical department 
officer who has just been given an important promotion 
was commented upon in the following way by one of 
the older men attending the convention, who has a wide 
acquaintance among the higher mechanical department 
officers: “His higher officers have great confidence in 
him because they realize that he knows thoroughly what 
he is talking about. He supports his requests with the 
strongest kind of data and arguments, and for this rea- 
son they have confidence in him.” In the third place, the 
special apprentice should be required to follow a care- 
fully planned course of reading, directly relating to the 
work in which he is engaged. All of these things should 
be taken into consideration in the application of the pro- 
posed course of training for special apprentices. 
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Program For To-day 


SECTION III—MECHANICAL 
Discussion of Reports on: 
Autogenous and Electric Welding. . 
Specifications and Tests for Mate- 
MONEE uae acne cut areltc eee ans 
Standard and Recommended Practice 
Election of Officers................ 
Discussion of Reports on: 
Repair Shop Layouts.............. 
POU, 5 ison sas wessiwcdews 
Standard Blocking for Cradles of 
Car Dumping Machines.......... 
Standard Method of Packing Jour- 
REE PRN sacs ee eeatinnmbnadcces 
Establishment of a Cooperative Re- 
search Bureau 


9.30 A. M. to 10.00 A. } 


10.00 A. M. to 10.30 A. } 
10.30 A. M. to 10.45 A. M, 
10.45 A. M. to 11.00 A. M, 


ma 


11.00 A. M. to 11.20 A. \ 
11.20 A. M. to 11.30 A. \ 


11.30 A. M. to 11.40 A. M. 
11.40 A. M. to 12.10 P. \ 


a 


12.10 P. M. to 12.30 P. \ 


SECTION VI—PURCHASES AND STORES 
MORNING SESSION 


ee 


I is Fic nck ine hcnek awed eke 
Address of Welcome by Mayor of At- 

NE SAP Seti adsaseasccnsernss 
Response by J. H. Waterman......... 


9.30 A.M.to 9.40 A.M. 


9.40 A. M. to 10.00.A. M. 
10.00 A. M. to 10.15 A. M. 


Opening of Meeting by the Chairman. 10.15 A. M. to 10.30 A. M. 
Action on Minutes of Annual Meet- 
ME Free OW RR aro ren ot new caeen 10.30 A. M. to 10.40 A. M, 


Appointment of Committees: 

Resolutions 

TN ibs eiiinig sa ddimitendiiniaeaca%s 

New Business: 

Report of General Committee, in- 
cluding Announcement of Nomi- 
nations for Members of Nominat- 
_ £ | Cnae 

Discussion of General Committee’s 
Report 


10.40 A. M. to 10.45 A. M. 


10.45 A. M. to 11.30 A. M. 
11.30 A. M. to 12.30 P.M. 


AFTERNOON SESSION 
Discussion of Reports of Committees. 


—= 


ee rr 


2.00 P. M. to 


ASSOCIATION OF RAILWAY ELECTRICAL 
ALL-DAY SESSION 

Presentation of Progress Reports: 

Committee on Trucks and Tractors. 

Committee on Electric Welding. 

Committee on Illumination. 

Committee on Train Lighting Equipment and Practice. 

Committee on Railway Stationary Power Plants. 

Committee on Electric Headlights. 

Committee on Electrification. 

Committee on Electric Repair Shop Facilities and Equipment. 


5.00 P. M. 


ENGINEERS 


° 


ENTERTAIN MENT 


10.30 A. M.—Orchestral Concert, Entrance Hall, Million Dol- 
lar Pier. 

3.30 P. M.—Orchestral Concert and Impromptu Dancing, En- 
trance Hall, Million Dollar Pier. 

4.30 P. M.—Tea will be served in Entrance Hall. 

9.00 P. M.—Informal Dance with Special Features, Ball Room, 
Million Dollar Pier. 


Lost 


LOST—A pair of dress trousers. Return to Al Mc- 
Neill of the Transportation Committee. 

LOST—Badge No. 8093. Return to Secretary Con- 
way. 

LOST—A pink cameo pin, set with pearls. Was lost 
in the ballroom on the pier on Saturday night. The 
owner requests that it be returned to the Railway Age 
booth. 


Base Ball Game Tuesday 


HE BASEBALL TEAM of the Parkesburg Iron Com- 

7 pany will play the P. R. R. Motive Power team 

from the Harrisburg shops on the Inlet Grounds at 

3.30 P. M., Tuesday, June 15th. All members of the Con- 
vention will be welcomed. 
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Col. G. H. Emerson’s 
Experiences in Russia 


ROBABLY NO AMERICAN RAILWAy man had so ex- 
P traordinary an experience during the Great War as 
Colonel George H. Emerson, chief of motive power 
and equipment of the Baltimore & Ohio, who is attend- 
ing the conventions. From October, 1917, until January, 
1920, he served as colonel of the corps of railway officers 
who were raised primarily in the northwest to go to 
Siberia and operate the Trans-Siberian Railway in the 
interest of the Allies. 

When he went to Siberia the Kerensky government 
was in power in Russia. He saw it fall and the Kolchak 
government rise to power, and saw it in turn overthrown 
by the Bolsheviks. He was a participant in the success- 
ful effort of the Czecho-Slovak army to break through 
the lines of the Bolshevists on the way to Vladivostok, 
and he witnessed some of the severest fighting and most 
deadly struggles that occurred during the war. He had 
a remarkable experience in helping to operate the Trans- 
Siberian Railway. 

When Russia was still fighting with the Allies it was 
considered necessary to supply the Russians with a force 
of American railway officers to enable them to rehabili- 
tate the Trans-Siberian Railway and keep it in operation. 
Colonel Emerson was selected by the American govern- 
ment to raise 14 divisions of railway mechanical and 
operating officers. He did so, and sailed for Siberia in 
November, 1917. He had 14 divisions of mechanical and 
operating officers, including two general superintendents 
with the rank of lieutenant colonel. Superintendents in 
these divisions had the rank of majors ; master mechanics 
the rank of captain; assistant superintendents, chief 
train dispatchers and trainmasters the rank of first lieu- 
tenants ; trick dispatchers, roundhouse foremen and shop 
foremen the rank of second lieutenants, 

He took with him 215 railway men and 73 men from 
the Baldwin Locomotive Works. The latter were to be 
used in erecting in Vladivostok locomotives that were 
being built in America. The privates in Colonel Emer- 
son’s corps were to be Russians and under the agree- 
ment with the Kerensky government his corps was to 
have charge of the operation of the Trans-Siberian be- 
tween Omsk and Vladivostok. The: Trans-Siberian 
Railway was to be used chiefly to move munitions and 
supplies to the Russian army on the western front. 

When Colonel Emerson and his men arrived at Vladi- 
vostok in December the first thing they learned was that 
the Kerensky government had been overthrown by the 
Bolsheviks, who were in full control, and they were re- 
fused the right to land unless they would agree to work 
with the Soviets. They were unable to get in touch with 
the authorities at Washington, and therefore landed at 
Nagasaki, Japan, where they received instructions to 
await further orders. 

The head of all the American railway forces in Siberia 
was John F. Stevens, and late in January, 1918, Mr. 
Stevens and Colonel Emerson decided to go to Harbin, 
Manchuria, to get information regarding the situation 
in Russia. Shortly after their arrival there they were 
met by the Minister of Ways and Communications of 
the Kerensky government, who informed them that the 
Soviets had agreed to carry out the original program 
of the Kerensky government and asked the Americans to 
co-operate with them for this purpose. Colonel Emer- 
son then arranged to move his corps to Harbin. A few 
days later, however, while the first section of the corps 
was en route to Harbin, they were advised by the same 
man that the Soviets had reconsidered their decision. 
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The instructions for the rest of the corps to move to 
Harbin was then cancelled. The first section on their 
arrival were placed in charge of the operation of the 
Chinese Eastern Railway. In April instructions were re- 
ceived from Washington to try to work to Vologda and 
connect there with the American ambassador, David R. 
Francis, and consult with him regarding transportation 
matters in European Russia. 


In obedience to these instructions Colonel Emerson left 
Vladivostok late in April, 1918, by the Armor Railway 
Line, the Chinese Eastern having recently been cut by the 
Cossacks. In May he arrived at Irkutsk, where he found 
that serious trouble had developed between the Czecho- 
Slovaks and Soviets and he was asked to act as mediator 
between them. He served in the capacity of mediator 
for 10 days. The armies of the Czecho-Slovaks and the 
Bolsheviks were entrenched within a short distance of 
each other and Colonel Emerson, in order to carry on 
the mediation between them, repeatedly had to pass blind- 
folded from the lines of the one to the other. He finally 
succeeded in securing a conference, the result of which 
was an agreement for an armistice east of Murinsky 
for six days. The Czechs at this time were practically 
unarmed, but they decided to arm themselves, and after 
the armistice they suddenly attacked the Russians and 
captured various stations of the latter, by which means 
they completely equipped themselves. This left them 
free to work westward, and in less than two weeks they 
captured all points along the railroad as far as the 
Vologda river. 

Colonel Emerson was still trying to work through to 
European Russia. He got as far as the Ural mountains 
when he was advised by the Soviet authorities that they 
would give him a safe passage westward, but that no 
communication by him would be allowed with Ambas- 
sador Francis or America’s allies in Europe. He then 
returned to Omsk, where he met a French officer who 
had arrived from European Russia with the information 
that the Czechs had been officially recognized by the Al- 
lies and that the French were sending an expedition for 
their relief. This was the first time that Colonel Emer- 
son had heard from the outside world since April. In 
the meantime he had come in contact with a number of 
German prisoners, who had reported that Paris had 
fallen and that the Central Powers had won the war. 


The Czechs decided to try to fight their way through 
to Vladivostok. Colonel Emerson had with him only 
seven men, but he offered their services to General Guida 
of the Czech army and was placed in charge of the engi- 
neering department of the Czech army. In the engineer- 
ing department he had 450 German war prisoners as 
laborers and 100 Czech soldiers as guards. He assem- 
bled such apparatus as was available and the engineer- 
ing corps proceeded eastward, following the armored 
train of the Czechs through Siberia, the infantry of the 
Czech army following the engineering department. The 
Bolsheviks in retiring before the Czechs destroyed all 
the bridges and structures of the Trans-Siberian Rail- 
way that they could, including many steel structures. 
In the Baikal district, however, the Czechs succeeded, 
by a flanking movement, in saving all the tunnels but 
one. This one when blown up blocked the entire Czech 
expedition. The Bolsheviks mined this tunnel 100 ft. 
from the portal and exploded over 16,000 Ib. of T. N. T., 
blowing up a 50 ft. overburden of solid granite. The 
Soviet forces had 12,000 troops, which they were con- 
veying by 62 trains. The Czechs, by a flanking move- 
ment, succeeding in getting behind them and blowing up 
the tracks and derailing the entire 62 trains. After the 
great victory by the Czechs over the Soviets in the 
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Baikal region, in which the Czechs were completely out- 
numbered, no more opposition to the advance of the 
Czechs was encountered until they arrived in Manchuria 
in September. 

Colonel Emerson, on arriving in Manchuria, went on 
to Vladivostok and reported to Mr. Stevens and the 
Allied representatives. On his arrival in Manchuria 
he received the first word of the outside world that he 
had in five months. 

The interallied expedition against the Bolshevists was 
just being organized and interallied operations of the 
Trans-Siberian Railway was agreed upon. Colonel 
Emerson was placed in charge of operation for the inter- 
allied expedition, but he spent practically the whole sum- 
mer of 1919 in Omsk, trying to reach an agreement with 
the Kolchak government, which was trying to make 
head against the Bolshevists. He tried to so operate the 
Trans-Siberian Railway as to help the Kolchak govern- 
ment in prosecuting its campaign against the Bolshe- 
viks, but in spite of all he could do the military authori- 
ties of the Kolchak government insisted upon assuming 
practically complete control of the operation of the rail- 
way, with the result that it was made impossible effec- 
tively to operate it. The complete collapse of the Kolchak 
government was due both to the fact that it did not give 
opportunity for the efficient operation of the railway 
and to the fact that it did not keep its soldiers equipped 
and properly taken care of. When a violent typhoid 
epidemic broke out among them practically the only 
relief afforded them was rendered by the American Red 
Cross. 

One of the interesting and remarkable things done by 
the American railway troops in Siberia was that of equip- 
ping the entire railway from Vladivostok to Omsk 
with an American dispatching system, equipped with a 
selected type of telephone, the work being done in less 
than three months. 

After the collapse of the Kolchak government it be- 
came obviously impossible for the Allies to accomplish 
anything in Siberia. Colonel Emerson started on his 
return to the United States, arriving early in 1920. He 
returned with a very high opinion of the natural re- 
sources of Siberia and a belief that once it gets a stable 
government it will be able to send to the United States 
many products which this country needs, and at the same 
time become a large market for things which can best 
be produced in the United States. 

Before going to Siberia Colonel Emerson was general 
manager of the Great Northern Railway. Immediately 
after his return Daniel Willard, president of the Balti- 
more & Ohio, who was chairman of the Advisory Com- 
mittee of the Council of National Defense, and who was 
largely responsible for Colonel Emerson going to Siberia, 
invited him to become chief of motive power and equip- 
ment of the Baltimore & Ohio, and he entered upon the 
duties of this office immediately after the railways were 
returned to private operation. 

Among the American railway officers who accompa- 
nied him to Siberia was Colonel R. V. Hawkins, who was 
chief mechanical officer of his expedition. Colonel 
Hawkins also is in Atlantic City attending the conven- 
tions. 


Appointments on the New Haven 


FFECTIVE Monday, June 14th, N. 'M. Rice is appointed 

E general purchasing agent of the New York, New 

Haven & Hartford, succeeding G. G. Yeomans, who 

has been appointed assistant to the president with special 

duties to be assigned. It is expected that Mr. Rice will 
visit the convention Monday. 
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President Aishton Comments 
on Balcony Exhibit 


NE OF THE FIRST PLACES that President Aishton, of 
O the American Railroad Association, visited on 

Saturday morning was the exhibit in the balcony. 
He was so impressed that before he left he said he hoped 
that every railroad man in attendance at the conventions 
would make it a point to carefully examine this part of 
the exhibit, going over it at least once. 


A Big Crowd 


HE FOLLOWING TABLE gives the comparative regis- 
tration figures up to Sunday noon for all of the 
conventions since and including 1911. No com- 
ment is necessary. 
1911 1912 1913 1914 1915 1916 1919 1920 

Members, Section III, Me- 


OO 712 #445 575 631 592 628 630 707 
Members, Section VI, Pur- , 

chases and Stores...cccce see tes” A aie’. “ned”. “ida, maa 
eee Ges. vcsccnsece 757 449 495 451 381 511 650 441 


Railroad Ladies .......... 699 329 426 352 344 417 600 569 
Supply Ladies ............ 399 218 282 272 224 306 450 634 
Supply Men ........-e000 1,684 1,446 1,574 1,403 1,178 1,453 2,246 2,262 

WE vccisniseccdenecaewd 4,251 2,887 3,352 3,109 2,719 3,315 4,576 4,753 


Equipment Notes 


HE PERE MARQUETTE is in the market for a number 
T of passenger train cars, including 14 coaches and 
14 baggage cars. 

The Baldwin Locomotive Works will make repairs to 
locomotives for a number of railroads, including 200 
for the Pennsylvania, 25 for the Philadelphia & Reading, 
25 for the Central of New Jersey, 20 to 25 for the Sea- 
board Air Line, also about the same number for the At- 
lantic Coast Line, and some for the Great Northern and 
the Chicago & North Western. 


E. M. Tewkesbury Passes Away 


superintendent of the South Buffalo Railway, will 

regret to know that he died last week at his home in 
Buffalo, his funeral taking place on Thursday. He had 
been in failing health during the past two years, and it 
had been hoped that his stay in Florida with Mrs. 
Tewkesbury during the past winter would bring him back 
to normal health. He returned in the early spring much 
improved, but last month began slipping back, the end 
coming suddenly, however. 

Mr. Tewkesbury was a big factor as a witness in the 
extended controversy with the Interstate Commerce Com- 
mission and in the courts as to the status of so-called in- 
dustrial railroads and plant lines. His intimate friends 
know that he virtually wrecked his physical condition by 
the hours he gave day and night to a study of the situa- 
tion and the remarkable array of facts and figures, with 
other data, which he compiled, and which proved of great 
importance as evidence. 

The deceased had been active in the affairs of the Cen- 
tral Railway Club, of which he was a past president, and 
he had done much to promote the success of that organi- 
zation. For a number of years he seldom missed the 


P'stner OF E, M. TEWKESBURY, for many years general 


mechanical conventions at Atlantic City. 
The immediate surviving relatives are Mrs. Tewkes- 
bury, a son and a daughter. 
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Trouble with the Bells 


HROUGH AN ERROR Of a reporter in the convention, 
T the Daily finds itself in a position of having to offer 

profuse apologies to two of the members of Section 
III. In the discussion of the report on the Design and 
Maintenance of Locomotive Boilers, J. Snowden Bell, of 
New York, made the statement that he doubted “if there 
is anyone present who has had an earlier observation of 
combustion chambers than I have had.” He then re- 
ferred to his experiences on the. Baltimore & Ohio in 
1863. Unfortunately, the reporter ascribed this state- 
ment to R. W. Bell, general superintendent of motive 
power of the Illinois Central. A good many of R. W.’s 
friends upon reading this item marveled at the fact that 
he had so well preserved his youth. Meanwhile J. Snow- 
den has lost credit for the fact he is one of the few living 
members of the association who can refer back to practi- 
cal railroad experiences at such an early date. 


Industrial Truck Manufacturers Meet 

NUMBER OF INDUSTRIAL truck manufacturers, all 
A of them exhibitors at the convention, met at At- 

lantic City on Friday evening to effect an in- 
formal organization. A committee was appointed to 
make arrangements for co-operating with technical asso- 
ciations, colleges and universities in promoting interest 
in the problems of industrial haulage. This committee, 
for instance, will arrange to obtain technical papers or 
reports for presentation before engineering or other 
organizations, or it will help to start courses on indus- 
trial haulage in the colleges, or will assist in other ways 
in educational work along these lines. 

Four companies were represented at the meeting, in- 
cluding the Lakewood Engineering Company, Karry- 
Lode Industrial Truck Company, Inc., Yale & Towne and 
the Automatic Transportation Company. Representa- 








Transportation Committee 
The Okonite Co., 


Top row, left to right—W. K. Hackett, 
Signal Oil Co., Chicago, Ill; F. M. Condit, 
Westinghouse Electric & Mfg. Co., 

. W. Trent, H. W. 

"ber Co., Chicago; 

tom row, 

York; "George WwW. — Wy Whiting Foundry & Equipment Co., 

New York; Howard 

W. A. Housten, Joseph Dixon Thee Co., 

Gould Storage Battery Co., 

Co., St. Louis; H. A. Daniels, West Disinfecting ‘Co. 

Herbert Shulze, Oxweld Railroad Service Co., 


Fairbanks 
Philadelphia; Chas. 
ohns-Manville Co., St. Louis; Gilbert E 

Powell, Galena Signal Oil Co., St. Louis, 


orse & Co., 


Baltimore; J. 
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Passaic, N. J.; 


D. oe Joyce- Cridland Co. . Cleveland; E. L. Georger, Pratt & Lambert Co., Bu 
yder, Locomotive Superheater Co., 


left to right —George C. Hannaway, National Refining Co. 
A. ’Glenn, Edna Brass Mfg. Co., Chicago; John C. Kuhns (Chairman), The Burden Iron Co. 
hicago; Bruce P. Owens, Magnus Co., 


Chicago; 


June 14, 1929 


tives were also present from the Edison Storage Battery 
Company and the Electric Storage Battery Company, 
Other companies which have represent utives at Atlantic 
City and who desire to co-operate in this movement can 
do so by getting in touch with L. F. Mead, Lakewood 
Engineering Company, or J. M. Breitenbach, Karry-Lode 
Industrial Truck Company. 


Supplementary List of Exhibitors 


Additional exhibitors to those noted in the Daily 


of 

June 9, page 1601, are as follows: 

Carbo-Hydrogen Company of America, Pittsburgh, Pa.—Cutting 
and welding apparatus. Represented by F. S. Austin, William 
T. Allen and S. R. Reed. Space 808. 

Chadburn Ship Telegraph Company of America, Troy, N. Y— 
Kent-Chadburn clear view screen for service in rain, snow, 
sleet and blizzard for steam and electric locomotives. Repre- 
sented by Geo. F. Greenhill. Space 207. 

Dalton Adding Machine Company, Cincinnati, Ohio.—Adding, 
listing and calculating machines. The Dalton shuttle carriage 
statement machine. Represented by H. C. Grubbs and F. E, 
Collins. Space 336. 

Flint & Chester, Inc., New York, N. Y.—National graphite lubri- 


cator. Represented by C. B. Flint, L. S. Watres and C. E. Foye, 


Space 24. 

Housley Flue Connection Corp., Indianapolis, Ind—Housley 
Safety wash-out plugs. Represented by R. B. Housley. Space 
36. 

Penn Seaboard Steel Corp., Philadelphia, Pa.—Reception booth. 
Represented by J. B. Warren and T. Burd Zell. Space 608. 


Republic Iron & Steel Company, Youngstown, Ohio.—Bolts, nuts, 
turnbuckles and bar iron. Represented by W. B. Topping, W. 
H. Oliver and N. W. Foy. Space 517. 

Torchweld Equipment Company, 
welding and cutting apparatus. Represented by W. A. Slack 
and H. R. Fenstemaker. Space 5. 

Youngstown Steel Car Company, Youngstown, Ohio.—Reception 
booth. Represented by Geo. J. Lynch, John S. Donglas and 
L. C. Wilkoff. Spaces 740-742. 

Morton Machinery Company, Philadelphia, Pa. 
Cisco lathe. Represented by R. J. Hollen. 


Chicago, Ill—Oxy-Acetylene 





Presenting the 
Spaces 122-124, 





Al. McNeill, 


Central Electric Co., Chicago; 
Chicago; F. C 


Capt. W. F. 
oolidge, 


Walsh, Galena 
Buckeye Steel Castings Co., Chicago; 


Jack be SS, 


New York; W. Jerry King, Hewitt Rub- 
Foyle, Gustin-Bacon Co., Kansas City. Bot- 
Roswell P. Cooley, Vapor Car Heating Co., New 
Robert R. Porterfield, Locomotive Superheater eo. = 
, Chicago; 
Geo. R. Berger, 
Chicago; Walter C. ‘Doering, Southern Wheel 
Members of the committee not in the photograph— 

*ohn Schlintz, Sherwin-Williams Co., New York; 


Mo.; Major John W. 
” Chicago: 
Harvey, Ill. ; 


McFarland, Bird Archer Co., St. Louis; 


C. P. Wright, American Brake Shoe & Fdy. Co., Chicago; Harry Niel, Midvale Steel Co., Philadelphia. 
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McBarmma Golf Tournament 


HE ANNUAL TOURNAMENT of the McBarmma Golf 
T League was held at the Seaview Club on Saturday. 
The principal prize. winner was H. H. Vaughan. 
Mr. Vaughan had the low gross and low net score in the 
morning, with a gross score of 89 and a net score of 81. 
Besides winning the prizes for these scores he won for 
the third time the Sargent Luck Cup, donated by George 
H. Sargent, and thereby became entitled to its perma- 
nent possession. However, after being awarded it, Mr. 
Vaughan presented the cup in perpetuity to the league. 

Other winners were as follows: 

Class A—First, T. C. De Rosset; second, E. W. Van 
Houten. 

Class B—First, Samuel O. Dunn; second, George W. 
Bishop. 

Class C—First, B. P. Flory; second, J. T. Carroll. 

Samuel O. Dunn also won the Carr cup, donated by 
Robert F. Carr, for the player making the low net score 
in the afternoon play. 

Frank Hedley was awarded the prize donated by James 
McNaughton, to be given to the most distinguished 
visitor present. 

The following officers were elected for the ensuing 
year: President, E. W. Van Houten; vice-president, B. P. 
Flory; secretary-treasurer, Clement F. Street; directors, 
W. L. Conwell and George H. Sargent. 


A. R. Ayres Elected President 
of Cornell Alumni 


ORE THAN THIRTY enthusiastic Cornell graduates 
met at the Traymore on Saturday evening for the 
banquet which has been a regular feature of con- 

vention week for many years. Following the repast, E. 
A. Averill, president of the alumni organization, told of 
the activities at the university during the past year. He 
touched briefly on the college man in railroad work and 
practically all the speakers who followed him discussel 
this subject. All agreed on the need for college trained 
men on the roads, but there was considerable diversity 
of opinion as to the reasons for the present unfortunate 
condition. One of the speakers had recently returned 
from a large Eastern university where he had tried to 
secure graduates for the road with which he is connected. 
The students were apparently attracted by the higher 
rates offered in other industries. Eighty-five per cent of 
the graduating class were entering the automotive in- 
dustries and the only ones who accepted the railroad’s 
offer were two students from foreign countries. 

The majority of the railroad officers present were of 
the opinion that the rates offered to college graduates 
should not be increased but other measures should be 
taken to attract graduates to the service. The necessity 
of changing the provisions of the National Agreement, 


‘at least removing the present age limit of 21 years for 


apprentices, was emphasized. There was a strong senti- 
ment against according special treatment to the college 
men as it was felt that the best results would be obtained 
by having them start in the ranks and become familiar 
with the labor problem. A lack of interest in railroad 
service as a field of activity for the graduates had been 
noted at the majority of institutions visited. The sugges- 
tion was made that students should be urged to enter 
railroad work during the Summer vacations in order to 
develop an interest in railroad problems and to call at- 
tention to the possibilities for advancement which the 
roads offer. To overcome the present indifference to- 
ward the railroads it was suggested that measures be 
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taken to interest the professors in the engineering prob- 
lems of the motive power department. One of the speak- 
ers pointed out that the American Railroad Association 
might well develop an organization to interest the col- 
eges and college men and to arrange for the employ- 
ment of the graduates. 

At the election of officers, A. R. Ayres, superintendent 
of motive power of the New York, Chicago & St. Louis, 
was chosen as president for the coming year, and A. F. 
Steubing, of the Railway Age, was elected secretary. 


Annual Meeting of the R. S. M. A. 


r HE ANNUAL MEETING Of the Railway Supply Manu- 


facturers’ Association was held in the Greek Tem- 
ple on the Pier at 12.00 o’clock noon Saturday. 

The meeting was well attended and the members 
evinced a keen interest in the work of the Executive Com- 
mittee as outlined by George R. Carr, president of the 
association. Mr. Carr referred briefly to the size of the 
exhibit at this convention. He stated that there were 
365 exhibitors, with a total floor space of 100,229 sq. ft., 
which exceeds the 1919 exhibit by 7,000 sq. ft. Despite 
the fact that additional space had been secured in the 
balcony, it was necessary to refuse the applications of 
75 concerns who desired to exhibit their products at the 
convention. 

Because of the fact that the members of Section VI— 
Purchases and Stores—will be in session both in the 
morning and afternoon on Monday and Tuesday and 
until noon on Wednesday, it was voted to establish five 
o’clock Wednesday afternoon as the hour of closing the 
exhibits, and the members of the R. S. M. A. were re- 
quested not to dismantle their exhibits before that time. 
The secretary was directed to write a letter to the chair- 
man of Section III and of Section VI of the American 
Railroad Association informing them of the action taken 
by the R. S. M. A. and requesting that it be read at the 
sessions of those organizations. 

George A. Post and Scott H. Blewitt congratulated the 
younger members of the association on the splendid work 
they are doing in making the exhibits at the conventions 
a source of education and upon the quality as well as 
quantity of the exhibits. 

The recent deaths of D. C. Noble and R. T. Walbank, 
past presidents of the association, were feelingly touched 
upon by Mr. Post, and a silent tribute was paid to both 
by the entire assemblage. 

The district elections for the Executive Committee re- 
sulted in the election of the following members: 

First District—Nw England and Canada, George W. 
Denyvan, Parkesburg Iron Company. 

Second District—New Jersey, W. K. Krepps, Crucible 
Steel Company of America. 

Fourth District—Ohio, Indiana, Michigan, E. M. 
Savercool, S. F. Bowser & Company. 

Fifth District—Illinois, L. B. Sherman, Railway Age. 

Seventh District—W isconsin, Minnesota, Louisiana and 
states west of the Mississippi, Sterling Campbell, Rail- 
way Devices Company, St. Louis. 

The election of officers for the coming year resulted 
as follows: 

President, J. F. Schurch, vice-president of the T. H. 
Symington Company, Chicago, IIl. 

Vice-President, Charles D. Jenks, the Damascus Brake 
Beam Company, Cleveland, Ohio. 

Mr. Schurch, the new president, assumed his office, and 
declared his intention of exerting every effort to continue 
the broad gage, progressive policy of his predecessor, Mr. 
Carr. 
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Special Apprenticeship Recommended 


HE DISCUSSION on the use of college men in the 
. mechanical department, in the editorial pages of 

the Daily, has developed the fact that a sub-com- 
mittee of the General Committee of Section III recom- 
mended to the Railroad Administration the addition of 
articles to be incorporated in the National Shop Agree- 
ment covering the training of college graduates as special 
apprentices. For some reason the Railroad Administra- 
tion took no action on this, although it was approved 
of by both the General Committee of Section III and the 
Executive Committee of the American Railroad Associa- 
tion. Now that the Railroad Administration is not in 
control, steps have been taken to have the matter given 
further consideration. The proposed plans for the special 
apprenticeship course are as follows: 


Men who have taken a recognized course in mechanical or 
electrical engineering may be employed as “Special Technical 
Apprentices” and allowed one year’s credit for this work. Regular 
apprentices may be promoted to special Technical Apprenticeships 
after having served one year and having qualified in a mechanical 
or electrical engineering course, or having passed a prescribed 
examination; such regular apprentices to be recommended by 
their Shop Superintendent or Master Mechanic, subject to ap- 
proval of the Chief Mechanical Officer. 


Spectat TECHNICAL APPRENTICESHIP COURSE 


Locomotive Department. 

months, Machinery side. 

months, erecting side. 

months, boiler shop. 

months, blacksmith shop. 

month, air room. 

months, power house with stationary engineering and electrical work. 
months, drawing room. 

months, division roundhouse. 

ctrical Department. 

months, construction and road work. 
months, shop and maintenance work. 
month, train lighting. 

Department. 

months, freight car shop. 

months, passenger car truck shop, 
months, coach erecting shop. 
months, mill. 

months, cabinet shop. 

months, air work, steam, gas, sheet metal and electrical light work. 
‘utal, 36 months. 
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Registration, American 
Railroad Association 
Section III, Mechanical 


Agnew, S. H., M. M., River Term., Alamac. 

Aishton, R. a. For., American Railroad Assn., Dennis. 

Anderson, G. S., Gen. Foreman of Power Plants, Penn, 

Andrewetti, Jos.” A. E. E. C. & N. W., Dennis. 

Appleton, W. U., M. S., Can. Nat., Ambassador. 

Bickell, C. H., Tidewater Oil Co., Arlington. 

Billeau, Bis Bec i ie B. & O., Haddon Hall. 

Black, R. L., MM. | Se A _ W., Marlborough. 

Black, W. G., M. M., N. ¥. C. & St. L., Alamac. 

Bodemer, C. J., Asst. Supt. Mach., L. & N., Chalfonte. 

Booth, J. K., Gen. Foreman, Bessemer & Lake Erie, Traymore. 
Boutet, H., C. J. I., Chalfonte. 

Bradshaw, J. H., S. C. D., American Cotton Oil Co., Ambassador. 
Brangs, P. H., Arlington. 

Brigham, E. D., Jr., Supt. No. Am. Car Co. 

trigham, H. H., Pres., Atlantic Seaboard Despatch. 

Brodman, R. Ww, Genl. Foreman Elec. Equip., L. LIL, Dennis. 

Brogan, Jas. P., Asst. M. C. B., D. L. & W., Blackstone. 

Brown, B., Chief Accountant, Amer. Railroad Association, Marlborough. 
Brown. H. M., S. S., C. & O., Craig Hall. 

Bruehler, Geo. H.,, c-¢ A., Grand Trunk, Chalfonte. 

Sutler, F. A.. M. M., B. & A. Chalfonte. 

Buzzell, O. D., G. F. C. D., A. T. & S. F., Chalfonte. 

Com, Wwe Consulting Engineer, Gulf Texas & Western, Marlborough. 
Carson, G. E., D. M. et ee A &- Dennis. 

Chandler, R. L., D. M. e. sy Se 2 Marlborough. 

Coleman, Jas., Asst. to G. S. M. P. N c D., Grand Trunk, Fredonia. 
Cotton, W. A., Asst. to Gen. Mech. Supt., Erie St. Charles. 

Curry, Geo., Amer. Loco. Co., Marlborough. 

Davies, E. S., Gen. For., So. Buf., Smiths. 

Davis, J. E., S. K., Erie, Blackstone. 

Davis, J. H., E. z. B. & O., Marlborough. 

Doty, D. N., Inspr., Navy Ordnance, Strand. 

Downs. J. T., Supt. R. S., = Cc. » Haddon Hall. 

Droege, J. A., Gen. Supt., N. Y., H. & H., Runnymede. 
Dyer, R. H., Gen. Car Bay N, & Ww. 
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Eich, H. C., G. S. M., C. G. W., Chalfonte. 

Eley, _ St oe. Can. Pac., Seaside. . 

Englebright E. W. = “Engineer N. Y. Offices, Union Pacific, Traymore 

Ennes, S., G. M. & O., Traymore. 

Everett, Ira, G. c. <a Dennis. 

Ewing, J. J., = E., =e O., Seaside. , 

Fairbanks, W. Secy. Telegraph & Telephone Div., American Railroaq 
Assn., cada 

Forster, C. J., Asst. General Secretary & Treasurer, American Railroag 
Association, Runnymede. 

Fritta, J. C.. M. C. B., D. L. & W., Traymore. 

Fryer, ee ee ae D., N. ¥.0.& W ., Arlington. 

Gamay, i ® Gen. For. Car Dept., So. Ry., Chalfonte. 

Gearheart, ohn F., M. Painter, Penn., Calvert. 

oe, A. W., C. M. E., Penn., Chelsea. 

Goodnow, T. H.. ao ch, C. ee. W. 

Graburn, A. lt ‘M. E. ., Can. Nor. Ry., Marlborough. 

Hall, E. we a ee Mascagni. 

Hall, W. H., & C. Insp., C. R. R.. of N. J., Arlington. 

Harding _ E. ’N., Si c=: 

Henry, C. L., ‘Asst. M. M. 

Hogarth, Wm., Cudahy Refr. = "Tank Lines, Haddon Hall. 

Holverstatt, B. Z., Asst. Supt., B. & O., Princess. 

Howard, Jno., S.'M. P., N. Y. C., Haddon Hall. 

Jacobson, aes pe St Rs Seaboard Air Line, Princess. 

Justus, I. J., G. ¢! vc Pennhurst. 





Kapp, J. B.. } Bens. ‘4 Pe, on 
<eiser, C. B., S. M. P., Penn., Chalfonte. 
Kelley, W. T., M. E., . C., Raleigh. 
Killeen, G. S., Genl. Supt., "So. N. Y. Bower & Ry. Corp., 120 Madison. 
King, J., S. C. D., Pac. Fruit Expr., Haddon Hall. 
i A LN. %. o& & Wh Chalfonte. 


Asst. to C. M. P., Penn., Dennis. 
Lance, ‘. 6 8 kK. wD b. & W Craig Hall. 
Lee, F. ‘A. S. of Freight Car 4 Rn Bray B. & O., Alamac. 
Lohr, H. Aa Sunt. Car Refs., Penn., Haddon Hall. 
Lovell, Alfred, Traymore. 
Lovett, Geo. M.. S. M. P., Te So. East, 29 S. Carolina Ave. 
Lynn, Samuel, M. C. B., P. & L. E., Pennhurst. 
McCormack, Ira A., Asst. G. Supt., N. Y. C., Alamac. 
McCoy, C. E., M. Lo ey Nat., Ambassador. 
McMunn, W. R., A. se R. N. Y. C., Traymore. 
McNaughton, Jas., Baldwin Be Co. 

ayer, F. A., ;. M. B. M., Southern, Pennhurst. 
Meyer, P. A., Asst. M. M., Penn. 
Michael, J. B., M. ae ers Princess. 
Michael, L. P., M. E & N. W., Chalfonte. 
Miller, R. S.. M. C. _ N. Y. C._& St. L., Ambassador. 
Milliken, J., Pres., Industrial Car Mfg. Institute, Brighton. 
Moir, G. M.. Dept. of Equip. T., U. S. R. R. A., Marlborough. 
Monfee, A. j., M. M., Birm. So. 


Moody, W. O., Mech. Eng., I. C., Raleigh. 
Munroe, J. T., S. S., Erie, Pennhurst. 

Neary, J. S., M. C. B., C. 1. & k. ig to 
pence, C. 3... nz. Cz, c.-& X. Chalfonte. 
Noble, H. S t 


.M.M. WJ. & S., W ehalfonve. 
oe Bus Vai. Dept., C. B. & Q., Traymore. 
J , Shop Supt., Atlantic Coast Line, Chalfonte. 
Peiffer, Charles E.. M. C. B., B. R. & P., Alamac. 
Phahler, E. P., C. M. E., U. S. R. A. 
Pullar, John, M. M., Sante Fe, Ambassador. 
Quinn, C. H., Ch. Elec. Engineer, N. & W., Dennis. 
Richers. G. J., M. M., Penn., Traymore. 
Robb, G. 4 Gen. Supt. Co. of Canada, Traymore. 
Robb, W. y: . is Trunk, Seaview Club. 
ot Pally E. ce Ps ® _ St. P. & S. S. S. M., Ambassador. 
Robider, sf a5 S. B., C. P., Marlborough. 
Rodgers, Mech. he T. & N. O., Breakers. 
Rvussum, qT H., _ 3 D., Dennis. 
Schultz, F. C., c 3 Fe Grand Central Station, Traymore. 
Sechrist, T. o* am. Sunt. Mch., L. & N., Chalfonte. 
Seifert, S. P., Asst. Foreman, N. & W. 
Shand, A. C., Ch. Eng.. Penn., Traymore. 
Slater, J., ‘i iE: Erie, Martinique. 
Smith, Carl B., M. E. , Boston & Maine, Chelsea. 
Speck, H. J., Gen. Foreman, Penn., Brighton. 
Sprong, —_ “ye 
Summer, A. .. Asst. M. M., Penn., Elberon. 
Sweetman, ~ Mi. M. M., Southern, Traymore. 
Tatum, 5. }.. &. C. a, & & ©, Chelsea. 
Walter, P. S., G. C. I., Penn., craig He Hall. 
Warden, H. M., Supt. Reclamation, M. K. & T., Chelsea. 
Weaver, G. E., Gen. Foreman, Penn. 
Weedon, R. E., Supt., 9 wy Shops, Seuthern, Strand. 
Weirick, Geo. C. W.. P. American Rwy. Co., Princess. 
Williams, R. J., S. M. P., Se M., Marlborough. 
Wood, H. F., D. M. M., B. & M., Chelsea. 
Yates, L. L., Pac. Fruit ay Haddon Hall. 
Young, J. P.. 5. 5. & me, Mo. Pac., Chalfonte. 





Section VI, Purchases and Stores 


Beatty, Wm., Lbr. te Penn. System East Reg., Esplanade. 
Becker, E. J., P. A., oO. P. .. Marlborough. 

Bennington, ‘d- | Asse P. A.. L. & W. E., Schlitz. 

Bower, W. C., G. P. N. +S Marlborough. 

Burnett, i Ban GH Be a N. & W., Traymore. 

Burrell, W. G.. Sta. Agt., ie Morton. 

Calori, J. G.. D. S. K & O.) Pennhurst. 

Carroll, D. B., A. “ss x* B. & M., ag 

Chandler, i; Ba Ge ee ee . Glasslyn. 

Clem, Wesley A., Asst. Pur. Agt., - & R. 

Clemmitt, J. H., P. A.. N. & W., Haddon Hall. 

Colklesser, W. R., P. A., Danville & W est., Traymore. 
Collins, W. R., P. A., Erie. 

ror egar ay H. W., D. S. K., So. Pac., Esplanade. 

Cooke, G. R., Asst. P. A., C. M. & St. P., Shelburne. 
Cooley, beRoy. G. S. K., C. R. R. of N. J., Grand Atlantic. 
Dearworth, C. 'W., Supt. Stores, Erie, Marlborough. 

Dexter, J. E., Dis. Storekeeper, C. M. & St. P., Lexington. 
Eckerle, G. . & . A., D. T. & I., Haddon Hail. 

Glass, Davis ms ‘a P. &. Laurel Fork, Brighton. 


Goodloe, 3 - S. a eae Traymore. 
Gray, % Pas *B S. Kpr., & O. C., 151 Ocean Ave. 
Green, S. K. T. , A & 





G. *s 
Griswold, LEA W., W. & L. E., Esplanade. 
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Hall, U. K., G. S. K,, 
G. S. K., & R. G,,  - * 


Hall, W. a 


Harris, S. Stor scat 'R. F. Haddon Hall. 
Harty, z, D. S. &., Se. Pac. Facivncae 
pane A H. B., Asst. te Dir. of Pur., So. Pac., Traymore. 
Herold, Wek. ~~ > y Bw ar 
opkins, o ~~ y gent, raymore. 
Huffman, R ice: és e Pennhurst. 
Hunt, Wm., G.'S. K., w. & ye Re 
Huntington, é C.. cS $s. L. V., Galen Hall. 
ey Div. haiehiame B. & O., Ambassador. 
ane, R. R. sen een, M. M. 
egg 3 E., Bins ae Marlborough. 
King, E. hid EBs L. & W., Ambassador. 


Kro ‘a, xX , Asst. G, Ss. c M. & St. P., Fredonia. 
Laughton, funter *. Asst. i. V5. 3 Southern, Marlborough. 


Lefaivre, As 5.5 & R. ho Alam 

Lehman, E. H., red ar e* YY. C., *Chalfonte. 
MeVagh, i ~_o & & t., 5 

Mahaney, r - as Ke < AS ee. 
Manchester, W. G., P. A., M. ts Traymore. 
Marceau, J. E., Gen. S. , a Rutiand, Regent 

Morris, R: L., G. S. K., C.’0., Craig H 

Mueller, es eo H. V. - Chelan 

Murphy, . P., G. S. K., N. Y. C. West, Marlborough. 
Murphy, T. J., Asst. to P. A., .. & O., puss. 
Northam, B. L., Asst. to P. A. Tus 'N. H. & H., St. Charles, 
Perry, J. E., G. S. & Supply — Iusp., = “Pac. is Esplanade. 
Phelps, W. G., P. M., Penn., Marlborough. 

Rainey, Wm. T., P. A., Cuba No., Chelsea. 

Redd, F. D., V. P., C. R. I. & P., Marlborough. 

Reed, F. M., P. A.C. R. I. & P., Marlborough. 
Rodgers, C. J., S. K., D. L. & W., Monticello. 

Rouse, R. J., P.. A., R. F. & P., Haddon Hall, 
Savage, T. E., Asst. to P. A., Eri rie, Traymore. 

Seddon, I., P. A., C. St. P. & » Traymore. 
Sidey, W. J., G. S. K., B. R. & P. R. R., Chalfonte. 
Sprong, J. W., Fr, A., BD. a B., Ambassador. 
Stackhouse, R. J., G. S. , Craig Hall. 
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Stern, W. "& ., Ambassador. 
Stiers, Len, A. G. S., ii. v., Traymore. 
Taylor, W. wh. Dw. S.. &., ’Penn., Devonshire. 
eo a ae OM Southern, Traymore. 

me Road Dept., 0. k W. Arlington, 
Waddell, A . Storekeeper, x x M. Ambassador. 
Wade, J. W., Genl. re x N.& W., Strand. 
Wakefield c. - Ss. N. Seaside. 
Walsh, C. E., A, PB. A, _ ee Marlborough. 
Warnock, W. } § - "Sales Agent, N. Y. C. & H., Traymore. 


©, 


White, af ay Es ny ee. Be arlborough. 

Wight, S. B., Mgr. Pur. & Stores, N. Y. C., Traymore. 
Williams, C. Ba; + Ping R. R. of N. J., Ambassador. 
Winter, P., A. P. A., N. Y. C., Chalfonte. 

Yoho, C. M., A. P. A. P. & L. E.,’ Chalfonte. 


Special Guests 


Adair, John G., Examiner Dept. Equip., U. S. R. R. A., Osborne. 
nderson, Alan, M. K. & T.,Chelsea. 
Ashe, W. O., Asst. Eng. M. P. Dept ‘<4 Y. C., Marlborough. 
Atkinson, H C., Valuation Insp 
Atkinson, &.. ” Asst. Mech. Eng., ta ne. Rys., Marlborough. 
Austin, RS _ a K., B. & A., Chalfonte. 
Barfoot, H. F., Electrician, C. & N. W., Dennis. 
Barthelemy, P. P., Gen, Car Foreman, é. N., Marlborough. 
Barton, William R., Ch. Draftsman, N. Y., N. H. & H., Lenox. 
Beam, P., Machinist Penn. 
Beatty, J Ck. Penn., Calvert. 
Beatty, James a " Asst. Gen. Foreman, P. & R., Princess. 
Beck, Emanuel e. Tool & Material Insp., P. & R., Pennhurst. 
Beck, J. Henry, Commissioner, American National Expositions Inc., 
Devonshire. 
Bingham, George C., Gen. Hoctaniost Insp., C. & N. W. 
Black, W. G., Jr., M. M., C& StL. Alamac. 
Bradley, Ralph, Insp. Fuel Eeine: B. & M 
Brittain, W. M., Ch. Acct., Penn., 118 Massachusetts Ave. 
Brown, F. A., nae For., Penn. 
Brown, N. S., koreman, East Berlin, Pleasantville, N. J. 
Carlton, E, ae Ch. Car Insp., oe L., Strand. 
Cask 2 door +, Supt. of Tele “a 7% 4 V., Breakers. 
Cellar, Genl. Supt. ; Penn., Breakers. 
Chace, H. — of Telegraph, Atchinson, Top. Santa Fe, Breakers, 
Charles, C. : Draftsman Equip. Dept., : 
Chase, E. P., Asst. Eng. Elec. ner. Dept., Penn., Runnymede. 
Chenery, E. "A., Supt. Telegrapher, M. P., Sg 
Claar, tharles N., Asst. Road Foreman R., Strand. 
Coggins, N. B., ob S. K., Southern, on” 
co, J, E. Clerk Genl. Su ?-' aye River Co., Princess. 
oon, ‘hee of Traction, » Craig Hall. 
ae Wi Jy oo ee Ber Re AM He 
Davis, H. W., Office of "Comptroller, U.S... BR. 
Delk, M: S., 'Genl. Air a ee ¥ Osborne. 


Dobson, J. D., Secy. to Gen. a Ee f Equip., B & O, Bouvier 
Dornberg, C. "A, h. Lineman § S. “et, Penn., Breakers. 
Edmonds, C. G., Foreman, B. & , Central. 


Eiseman, C. R., "Foreman, is % 

_ Ji F. Machinist, Penn. 

Emerick, W. H H., Genl. Traveling Agt., So. Pac., Haddon Hall. 

Fauth, F. W., Gen. Foreman, Penn. 

Fisher, C. D., Gang Leader, Penn., Bouvier. 

Fisher, O. L., Asst. Supervisor, Penn. 

Fletcher, BE Gen. For. Car Dept., Seaboard a ne 

Frenzer, Supt. of Telegraph, U. reakers. 

Gearhart, i 2 Gen. Foreman Painter, ‘aa Calvert. 

Geib, 4 ‘* Gen. For., Penn. 

Gerg, F. ’ Draftsman, P. S. & P Princess. 

German, i ~ x Vice Pres. & . ” Montour Railroad Co. 

Gordon, James, Foreman, A, C 

Graef, C. S., Supt. Weldin B. & O., 176 S. Carolina. 

Grissinger, Railway Mail Service Dennis. 

Hackenburg, i: i, Le a A * McK. a 

ue ert or ept., N. rlington. 
sue. a ag ee abd Grace & Co., N. "Yy. C., Chalfonte. 

Hall, * Genk. Supt., Telegraph, M. K. & T., Breakers. 
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Hamilton, E. A., Elec. Eng. M. P. Dept., W. & L. E., Ambassador. 
Hanvey, C., For. S. A. L., Princess. 
Haverstick, P. Supt. M. = W., Penn. 


Hawksworth, W. #., Asst. ine “os cer Penn. 
Hay, S., Mikive’ Power Dept, "C: R xe 
Haynes, D. Sy Ps Pe ee ee ee "Scone: 


Heald, W. E., Supt. of bee B. & O. 

Healy, M. F. , Gang Foreman Boiler Dept., B. & O., Princess, 

Hedeman, W. 42 Leading Draftsman, B. & O., "Arlington. 

Heilman, Lewis L., Gen. For., P. R. 

Henderson, M. i Div. Storekeeper, N. Y. P. & N., Holmhurst. 

Herring, W. M., ich; Clerk to Asst. V. P., Southern, Osborne. 

Hibbs, C, E., R. F of E, Penn, Elberon. 

Hicks, Ralph, Strand. 

Himes, Loyal, Photographic P. . . Dept., S. P., De Ville. 

Hines, F. D., Asst. G. L. L., P. 

Hitz, C. D., Spec. Agt. Pur. Derk. , Ocean City. 

Hood, G. Z. upt. of i gg Chicago, "RI Pac., Breakers. 

Hogan, Francis R., Asst. Rd. For., 

Hoover, G, F., Asst. Genl. Foreman, Penn. 

Hulatt, H., Mer. of Telegraphs, "= T., Breakers. 

Hutchins, Geo. .» Gen. Storekeeper, & * a 

Hyneman, Clarence M., Asst. For., &. 

ackson, O. S., C. T. i. & S. E., cae 

efferson, M., M. M., ve Dennis. 

effries, W. E., Asst. ch "Clerk, B. ‘& O., Strand. 

ohnson, Henry, Asst. Gen. Foreman, Penn., Alamac. 

Johnston, Geo. E., Storekeeper, B. & o., Regent. 

Kapinos, H. G., Gen, For., Schlitz 

Keegan, % & E., ‘General Car Insp., “Penn. ., Elberon. 

Keenan, , Genl, Supt. Teleg. N. Y. C. & H., Breakers, 

Keller, Yosenk’ Supt. Fuel Dept., Lehigh Valley Princess. 

Kelly, Richard , Foreman Painter M, P., L,. I., Alamac. 

Kenny, T. J., ang Foreman Boiler Shop, B. & ’O., Princess. 

King, E. L., Supt. of Telegraph, S. P., _——~ 

King, John’ H., Ch. Clerk M. & W. Dept., 
Phillips House. 

Kleine, ay Penn., Drend. 

Krueger, A hop —_ , Nickle Plate, Blackstone. 

pnw og A. T., Special “Pp, Insp., B. & , Marlborough. 

Lackey, A - | "D. S. K,, Geatiame Traymore. 

Ladd, G. T Mh, E., Penn. .» Brighton. 


. Y¥., Ontario & Western, 


Lamberger, A Gen. Forman, Penn. 

Lavoie, L., ) ey Fe A., Canadian National, Breakers, 
——, A. B., Chief Draftsman, B. , Chester Inn. 
Lewis Js, Foreman, C. R. R.'of N. } Wellsboro. 


7c A: PP gy Supervisor Tel. & Tel., G. Breakers, 
Little, 'D. _ Gen. Foreman Painter, Penn., ee, 

Logan, io 4 Gen. Foreman, C. & N. W., Chalfonte. 

Lowd, J. Sy Ss. Ky Southern, = x 

Lowe, ol im Secy. to G. M. & O., oe. 

Luebke, Geo. A, Ch. Insp. "Test tea C. M. St. P. 

McAuliffe, J. W., Asst. Genl. Material Agent, Penn., Traymore. 
McCabe, i. J., Foreman M. P. Dept., B. & O., Schlitz. 
McClain, Wilson, Storekeeper, B. & O., 25 S. Arkansas Ave. 
McManamy, Carl, Asst. M. E., U. S. RR. » Marlborough. 
McMillan, J., Mgr. of Telegraphs Canadian Pacific, Dennis, 
Malley, j: P., Gen. Boiler Insp., Frisco. 
Marsh, P., GS = & Bs &N. Ws Se eK 

Martin, L., Chief Car Repair Acct. Bureau, B. & O 

Melvin. F. E., Ch. Clerk to ye Agent, Florida East Coast, Chalfonte. 
Miles, Chas. H., Mach. For., P. & R., Ambassador. 

Miller, Geo. A. Jr., Florida East Coast, Sterling. 

Minette, J... "Asst. Gen. Foreman, B. & A., Alamac. 

Moir, W. B., Genl. Car Insp., Penn., Elberon. 

Monnie, R. S., Engr. | Improvements, c. R. I. & P., Osborne, 
Monroe, , as Yi Clk., R. & P., Stevenson. 


Montagnet, J. M., M. Ss: B. L. & Marlborough. 

Nutt, Hi, Maintainer Trenton Div., Penn. ‘ 
5c Realy ‘0. , Asst. Foreman M. of E. Dept., B. & O., DeVille. 
Nichols, J. H., G. $. cE. N.Y... 236 ca Haddon Hall. 
Nicholson, S. M., Dist. Storekeeper, Penn., *Holmhurst. 

Orem, W. L., Div. Storekeeper, Penn., Apollo. 


Oswald, G., ee i 

O'Toole, W. J., Hock. Valley, Traymore. 

Palmer, J. Edward, grees wl U. S. Navy, Craig Hall. 

Peterson, E. W., Genl. Storekeeper, Bangor & Aroostook, Pennhurst. 
Pratt, H. A., TR soles Supply Dept., N. & W., Strand. 

Reed, D. H., D. S. K., Southern, Elberon. 

Reichelderfer, Earl, Fuel Insp., P. & | a See 4 

Reville, E. Division Storekeeper, C. . & P., Ambassador. 
ag - x, Ch, Clerk P. A., B. & r: E Pennhurst. 

Rhoads, S., Tel. & Tel. Eng., N. Y. So Breakers. 

Rhodes, R: S., Elec. Dept., N. Y. C.. *Runnymede. 

Richardson, Examiner Dept. of Equip., U. S. R. A., Haddon Hall. 
Richa. ¥ Jno. .. Genl, Car Insp., Penn., Craig Hall. 


Ritchey, J Elec. Eng., P. A. & McK.,, Ambassador. 
Robinson T "M., Ch. Draftsman, a Ve "Traymore. 
Ross, J. yg Supt. Tel., = Breakers. 

Ryer, F, A., te A., B. ; i Traymore. 

Sandhas, H. L., Genl. Insp., "C..R. R. of N. Jes Terminal. 


Satchell, N. LC” Motive Power Dent, - . 2 & W., Arlington. 
Schwendt, B. 7. a mary Beso am) 2 a p RAL, 

Shaffer, Charles’ H Primary xamiger, "U. Patent Office, Watkins. 
Shepard, H , Supt. Tel., & ii. Breakers. 
Sheridan aM yo . Supt., uy P., NS. & L. E., Elberon. 
Sicardi, i ie Union Tank Car Co. * Traymore. 

Simmons, E. £. - Mech. Insp., Pullman Co., New England. 

Simms, Ray, Accountant Comptroller’s ce, Se. A 
Sixsmith, G. M., Supt. Pass. Trans., Penn., Fredonia. 

Son, Frank r., "Asst. to Pres., Copper Range, Dennis. 

Smelts, rd: H., Headlight Insp, io O., Terminal. 


‘ Marlborough. 
Smith, J. J., ” Genl. Sercenit: B. & e Ville. 
Spidell, G. M., Jess P, A, Ms. Bs es & B., Richmond. 
Stabrook, F. ¢. Rd. For. Engines, Northampton, & a Elberon. 
Stewart, c E., Rizr. Troop Movement Section, A. Clarendon. 
Stidfole, B a. Jr., Master Carpenter, Trenton Div., e 
Stone, A. Ex Vice Pres., Erie Seaview Golf Club. 
Strohmer, J. L., Sec. = S.’ M. E., B. & O., Dennis. 
Sutton, Cc. EE & O., Pennhurst. 
Swonger, ud A., Asst. "Henacolaes of Signals, W. J. & Seashore, Traymore. 
Telford, A., Asst. Gen. P. A., Southern, 103 Metropolitan Ave, 
Thomas, F. E., ox ee Central Craig Hall. 
Thornley, E. W., A. A., B. & O., Haddon Hall. 
SFO; Ws Jig Ve Fes Geni Mgr., N. ¥. C., Haddon Hall. 






































































Beauty and Brains 


The Britisher from the Argentine stood with the man 
on the fringe of the crowd in the bail room as the im- 
posing phalanx of participants in the grand march ad- 
vanced, 32 abreast, down the hall. It was the personifi- 
cation of American railways on parade, and as the music 
turned to the strains of a waltz and the couples dispersed 
he turned to the man with unconcealed admiration in his 
face as he said: 

“That’s an eloquent expression of my conception of 
the American spirit which builds your wonderful rail- 
ways and operates them. In the faces of the men I see 
enthusiasm; in the women, interest, co-operation, pride. 
You play just as you work—intensely and happily.” 

We thank you, son of Britain, and compliment you on 
the correctness of your impression. Take the message 
home for those who can conceive the Yankee only as a 
“dollar chaser.” 


Too Late for the Collision 

The clown had the railroad men in the “bald-headed 
row” going. 

“We're going to have a collision, gentlemen. A fast 
train on the Moonshine Pacific is going to smash into 
the Poseyville & Northeastern flyer at Poseyville cross- 
ing. I'll now go and get the Moonshine Pacific flyer.” 

He retreated behind the wings and emerged, dragging 
by a string a train of toy iron cars. “Here’s the Moon- 
shine Pacific, gentlemen,” he explained. “I'll set her 
here on the main line, ready for the big smash—and go 
and bring out the Poseyville and Northeastern.” 

His disappearance in search of the other train stretched 
a score of railroad necks as the “row” waited in breath- 
less expectancy for the great event. Seconds passed. 
Then minutes. Finally the clow reappeared—but with- 
out the train. Gentlemen, I’m sorry,” said he, “We can’t 
have that wreck to-day. The Poseyville & Northeastern 
is seven hours late.” 


It’s for Clothes, Madam, Not Babies! 


“Wow! Wow!” came the wails of a baby from some- 
where down the line in an otherwise quiet Pullman car 
at 2.20 A. M. “W-o-w” and then some more, as the 
baby evidently got madder at each lurch of the car on a 
curve. 

The railroad supply man couldn’t stand it any longer, 
so he rang for the porter. That individual hadn’t noticed 
it and was slow to recognize the seriousness of the dis- 
turbance, which was getting louder every minute. 

“Say, porter, what’s the matter with that kid down 
there—are they lying on it?” 

“Dunno, suh, mus’ be sick or gettin’ a tooth or 
sumpin’,” 

“See if you can’t get them to shut it up.” 

“Lawd, mister, ah ain’t pokin’ mah haid in no lady’s 
berth, ah ain’t. They knows they business—let ’em tend 
to it—ah dassent butt in, no suh.” 

“T’'ll find out why they don’t put a grate shaker on that 
= thought the supply man as he slipped out into the 
aisle. 

It was an easy matter to locate the source of the dis- 
turbance, and peering in between the curtains he ob- 
served “ma” pounding her ear in happy oblivion to the 
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loud cries of her offspring, who at every lurch of the 
car bounced against the window pane in the hammock 
in which he was so uncomfortably swung. 


Prune Plan Propaganda 


The accumulation of mail in this office addressed to 
Mr. Hum Dinger, whose touching appeal for sympathy 
and support for the Prune Plan appeared in our column 
of June 10, has reached such proportions that the Editor 
threatens trouble. The letters bear postmarks from 
every State in the Union, Canada, Mexico, Cuba and 
Guatemala. In the meantime, Mr. Dinger has disap- 
peared and no news is obtainable of him at booth 414. 
He is reported to have gone to Washington in response 
to an urgent wire from Congressman G. Rafter, but the 
Man Who Saw has been unable to verify the statement. 
He, therefore, respectfully requests his friends not to be 
impatient but to await developments. In the meantime 
news of Hum’s whereabouts would be welcome. 

As space will not permit the reproduction of the great 
quantity of endorsements, threats and protests in con- 
nection with this movement, the Man reprints briefly 
below a few of the representative “brickbats and bou- 
quets” which have found their way to the Mail Bag, 
filling it up completely. 

PosEYvILLE, INp., June 10, 1920. 
Tue Man Who Saw, 
Care the Wind Bag, 
Young’s Billion Dollar Pier, Atlantic City, N. J. 

Dear Sir—I greatly regret my inability to attend the conven- 
tions this year, not merely on account of the lessons it holds, but 
for the loss of an opportunity to assist in throwing Mr. Hum 
Dinger into the water, where he belongs. Every now and then 
somebody, who thinks he is a Moses, rises up to lead us out of 
the wilderness—and this gentleman is seemingly suffering from 
that same obsession. The intelligent motive power men of this 
country will oppose this nefarious scheme, which, for attempted 
rascality, has but once been equaled. Trusting that you will use 
your column in the effort to help squelch it, and assuring you of 
my hearty codperation, I am 


Yours very truly, 
D. R. IvincBox, 
S. M. P., Poseyville & Northeastern R. R. 


Winpy, Tex., June 10, 1920. 
THE Man Wuo Saw, 
Atlantic City, N. J. 

Dear Sir—Mr. Dinger’s Prune Plan is a panacea. Please 
send me a copy of the bill and three membership cards by return 
mail. 

Yours very truly, 
S. M. OKEsTACK, 
S. M. P., High Dry & Windy R. R. 

P. S—I have a new main rod that will solve the dynamic 
augment problem; it’s a peach. 


TELEGRAMS 
Los ANGELES, CAL., June 11, 1920. 
Man Whoo Saw, 
Atlantic City. 
Prune plan predicts prosperity. Unanimous support here. 
Send full details. 
Paciric SUPPLYMEN. 
SASKATOON, SASK., June 11. 
THE Man Who Saw, 
Care Young’s Pier, Atlantic City, N. J. 
Intense interest in Prune Plan. Send delegate walking here 
right away. 
Esximo’s UNION. 
CAMAGUEY, CuBa, June 11. 
Tue Man Wao Saw, 
Care Young’s Million Dollar Pier, Atlantic City, N. J. 
Hum Dinger’s middle name is Bug. Look out for him. 
Jim SKEEVERS. 
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European Railway Observations 
By Robert E. Thayer 
European Editor, Railway Age 











Fuel Economy in England 


With the shortage of coal that England has been ex- 
periencing during and since the war, it would naturally 
be supposed that the railways would make well organized 
efforts to see that coal is used economically. Upon in- 
quiry it was found that fuel supervision came under the 
jurisdiction of the engineering department. This seemed 
rather strange, but the matter was explained in this way 
—there is no question but what the locomotives must 
have good coal and sufficient coal with which to operate, 
but, on the other hand, the consumption of fuel used in 
the open fireplaces of the offices must be watched care- 
fully in order that none should be wasted. 


European Business Possibilities 


Railway supply men who have visited Europe recently 
have become impressed with the possibilities of America 
doing business with the railways abroad. S. M. Vau- 
clain, president of the Baldwin Locomotive Works, has 
made quite an extended trip through Europe, and he 
thoroughly believes in the recuperative powers of the 
people there. He has found them desirous of securing 
information that will lead to a reduction in operating 
costs and he thoroughly believes that there are possibili- 
ties for American manufacturers. Other business men 
who have toured Europe are of the same opinion. It is 
certain that the railways must do something to improve 
the transportation situation. 


Draft Gear Connections 


Among the many questions asked in regard to foreign 
equipment, that of the draft gear connection is perhaps 
the most common. The passenger equipment through- 
out Europe is provided with the screw coupling. In Eng- 
land the freight equipment is provided with a chain and 
hook coupling with “oceans” of slack between the cars. 
On the Continent the screw coupling is used for freight 
equipment. On all of the European railways there is a 
desire to adopt an automatic coupler, particularly on 
freight equipment, as there is no question but that much 
time can be saved by the use of this device. The neces- 
sary work of reconstruction occasioned by the war, how- 
ever, has deferred much active investigation in this re- 
spect. The first problem to be met in the application of 
automatic couplers is to obtain one that will interchange 
suitably with the existing couplings. In England this 
would not be a difficult thing to do, but on the Continent, 
with the screw type coupling, the problem is more com- 
plicated. 

The screw coupling on passenger equipment has some 
advantageous features. In England, where trains are 
made up in units which are continuously used in the 
same service without being broken up, the need for an 
automatic coupler is not great. With the screw coupling 
the slack can be regulated to a nicety and with the slack 
thus regulated smooth train operation is obtained. The 
amount of slack between the cars is regulated according 
to the service in which the train is to be used and accord- 
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ing to the contour of the line over which it operates. For 
instance, where an engine is liable to be called upon to 
start a train on heavy grades of curves, the couplings are 
not screwed as tightly as in the case of tangent track. It 
is understood, of course, that these couplings perform the 
draft function only and all buffing is taken up by spring 
buffers at the corners of the cars. 


English Locomotives 


One of the first impressions that an American receives 
when he reaches Great Britain is the small size of the 
English locomotives, and as he looks back over the train 
of anywhere from 10 to 15 cars he wonders how a ma- 
chine of such size can haul so long a train. The English 
locomotives are very small when compared to the more 
modern locomotives used in this country, but they do 
their work with an apparently lack of effort that is par- 
ticularly noteworthy. The English locomotive is a beau- 
tiful thing to look upon; they are well proportioned and 
particularly well kept. The master painter of the British 
roads is still a most important person and he produces a 
beautiful product. The locomotives themselves operate 
as well as they look. 

The locomotives are specially well maintained com- 
pared to the locomotives in the United States and the 
expression that “they are built like a watch” is hardly 
an exaggeration. The English railways are obliged to 
work to much closer limitations in their construction of 
locomo'ives than we do in the United States. The weight 
of the locomotives is so carefully distributed on the 
wheels that no equalization is found necessary. Inequal- 
ity in wheel loads is regulated by the tension of the driv- 
ing springs. The driving boxes are fitted to the frames 
without the use of shoes and wedges on most of the Eng- 
lish engines. The pedestal jaws are carefully faced to 
fit the driving boxes with an allowable clearance of only 
.008 in. All driving wheels are given a careful running 
balance and in some cases the motion work of the loco- 
motives is laid out on a dummy frame before it is ap- 
plied to the locomotive. 

No less care is used in the construction of the boiler. 
No boiler plates are punched, except for a few holes 
which are necessary for assembling the boiler. The bar- 
rel plates are rolled and held with temporary strips while 
they are being assembled. The circumferential seam of 
the boiler barrel is of the butt type. A welt plate bored 
out to a diameter slightly less than that of the boiler is 
shrunk onto the boiler. After the barrel has thus been 
assembled and the longitudinal welt strips put in place 
with temporary bolts, the entire barrel is taken to a large 
boiler barrel drilling machine, where all rivet holes are 
drilled. 

With such care taken in the construction of the Eng- 
lish locomotive it will be readily understood that they do 
not suffer from any great maintenance troubles. These 
are further alleviated by the excellent roadbed found in 
England. With high grade construction and with excel- 
lence of roadbed, the riding qualities of the locomotives 
can well be surmised. 

The writer had the privilege of riding a Midland 44-0 
engine which had been out of the shops for 18 months 
and had exceeded its mileage. The engineer was a little 
upset because a visitor should be assigned to a locomotive 
in that condition and took particular pains to point out 
the fact that the locomotive was overdue for repairs. 
But its riding qualities were far superior to any of the 
most perfectly maintained locomotives in the States and 
would compare very favorably with the riding qualities 
of a good many of the coaches on some of our trains at 
the present time. 
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Mr. and Mrs. R. H. Weatherly were joined here on 
Saturday by their charming daughter, Miss Virginia. 
The young lady has been a student during the last year 
at Vassar College. 


A general manager who has honored the convention 
with his presence this year is Mr. W. J. Fripp, of the 
New York Central, who with Mrs. Fripp is registered at 
Haddon Hall. 


Frank Pickard, master mechanic of the Delaware, 
Lackawanna & Western, had expected to attend the con- 
ventions, but found it impossible to get away from Buf- 
falo because of special demands which are being made 
upon him at this time. 


J. A. MacRae, mechanical engineer of the Minneapolis 
& St. Louis, speaks enthusiastically about conditions in 
the Northwest. His company has recently placed orders 
for a number of new locomotives. 


J. E. Davis, storekeeper of the Erie at Buffalo, who is 
attending the conventions, has given a great deal of 
study to the labor problem and is a member of the 
Executive Committee of the Buffalo Council of the In- 
dustrial Relations Association of America. 


Stanley W. Midgley, of the Liberty Steel Products 
Company, has not missed a convention for 18 years. 
A great believer in and lover of athletic sports and 
pastimes, “Midge” still feels spry enough to give point- 
ers and practical teachings to the younger generation. 


Oscar P. Wilkins, formerly master painter of the Nor- 
folk & Western at Roanoke, Va., and past-president of 
the Master Painters’ Association, is attending his first 
convention at Atlantic City as a supplyman. Mr. Wil- 
kins is now representing Flood & Conklin Company. 


W. E. Dunham, assistant superintendent motive power 
and machinery of the North Western, who has recently 
been appointed to fill a temporary vacancy on the Rail- 
way Board of Adjustment, has been unable to attend the 
conventions this year on account of illness in his family. 


Chance dug down in her lucky-bag and wondered who 
would travel the farthest this year on the’ annual pil- 
grimage to the pier. She drew out a card, which read: 
“S. G. Littlejohn, manager, Ingersoll-Rand Company, 
Sydney, Australia.” 


_ If you seek the Britisher’s slant on American machine 
tools stealthily approach the Niles-Bement-Pond booth 
and make a noise like a cup of tea. Out will step D. H. 
Teas, efficiency engineer for this company for a little 
matter of 18 years, during which period he has made 10 
trips to Europe and South America, 


“The training in the hard-worked enrollment booth is. 
making some first-class ticket agents, if standing behind 
a counter and issuing endless cards to a well-behaved but 
restless crowd of patrons is any sign,” says H. K. Wil- 
liams, of the Safety Car Heating & Lighting Company. 
“T’m ready to go back to my old job for a rest,” he added. 


H. C. Eich, superintendent motive power of the Chi- 
cago Great Western, was in attendance at the convention 
last week, but was compelled to leave Saturday to be a 
witness in a law suit affecting another railroad—one of 
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those old cases hinging on the size of the holes in the 
front end netting of No. 954 fifteen years ago. 


L. S. Billau, assistant electrical engineer, and L, C. 
Mulheim, superintendent of electric headlights, Baltimore 
& Ohio, are covering the exhibits in systematic fashion, 
The camera that Mr. Mulheim carries suggests that he 
intends to make permanent records of all things of par- 
ticular interest. 


R. J. Williams, S. M. P. of the Pere Marquette, who 
says he basks in the reflected glory of having graduated 
from Purdue University in the same class as the some- 
what widely and not unfavorably known “Jimmie” Cain, 
mentioned in this column, arrived Friday evening with 
Mrs. Williams and is a guest at the Marlborough. 


F. W. Edmunds, New York manager of the Sunbeam 
Electric Manufacturing Company, affectionately known 
by the attendants of as many as 38 consecutive conven- 
tions as “Pop,” distinguished himself for the thirty-ninth 
time last night when he and Mrs. Edmunds charmed the 
merry makers by their interpretation of the cakewalk 
and set up a new long-distance record. 


R. P. C. Sanderson, London manager of the Baldwin 
Locomotive Works, spent a short time at the convention. 
Mr. Sanderson is well known among the railway men, 
and during his present visit has renewed many old ac- 
quaintances. This is the first convention he has attended 
for some time, as he has been located in London for 
several years. 


A. C. Deverall, formerly superintendent of motive 
power of the Great Northern, is at the conventions this 
year as Western manager of the Locomotive Stoker Com- 
pany. Mr. Deverall while in railway service made an en- 
viable record in utilizing the scrap material in the Great 
Northern and particularly in the development of the scrap 
reclamation plant at St. Cloud, Minn. 


A good many of our mechanical department officers, 
some of them at the very top, have had a lot of practical 
experience in the operating department in recent weeks. 
William Schlafge, mechanical manager of the Erie, with 
his entire personal staff of 22 men, spent a few days at 
Port Jervis, N. Y., helping to relieve the congestion at 
that point and to keep the Erie trains running on time. 


J. A. Droege, general superintendent of the New York, 
New Haven & Hartford, came down from New York 
with Mrs. Droege over the week-end. He was very 
enthusiastic about the exhibit and was particularly im- 
pressed because of its value to the railroad men from a 
practical standpoint. Mr. Droege has just been nomi- 
nated for the presidency of the New York Railroad 
Club. 


H. G. Keller, formerly a captain of railway engineers, 
in charge of the detailed construction and operation of 
the roundhouse at Gievres, France, is in attendance at the 
convention. He is now identified with the Independent 
Pneumatic Tool Company, Chicago, representing that 
company as manager of its recently established Philadel- 
phia office. 


As a golf expert, Bill Gunn, of the Transportation 
Engineering Corporation, is hard to beat. He admits it 
himself. In an argument he will prove his prowess by 
swinging his cane in lieu of a golf stick. This perform- 
ance was witnessed yesterday by some of his “fan” 
friends. But the cane slipped, flew over the hedge into 
the Shelburne court and the champion jumped the appar- 
ently short hedge. If the drop on the other side has 
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anything to do with the time it took him to return with 
the cane, it’s about a mile. 


J. L. Hays, formerly electrical engineer of the Sea- 
board Air Line, is attending the convention this year as 
assistant electrical engineer of the Stone Franklin Com- 
pany. Since leaving the Seaboard, Mr. Hays spent a 
busy eighteen months in the United States Army, in 
which he served as a major in the Construction Division 
of the Quartermaster’s Corps. 


Memories of pleasant gardens, graceful palms and 
mammoth stone water jars in the patio of the Cuba Rail- 
road Company’s famous Hotel Camaguey in the Cuban 
city by that name, are brought here by George Knight, 
superintendent motive power of the Cuba Railroad at 
that point. Mrs. Knight accompanies him, and they are 
both enjoying their first convention with “muchissimo 
gusto, senores’! 


Oh! the East is East and the West is West, 
And never the twain shall meet 

Till earth and sky stand presently 
At God’s great judgment seat. 

But there’s neither East nor West, 
Border, nor breed, nor birth, 

When the M. C. B. and the M. M. meet, 
Though they come from the ends of the earth. 


Way out on the pier, in the neighborhood of the Con- 
vention Hall, there stands an inviting enclosure full of 
various types of the kind of headlights that make a 
mouse on the track look like an elephant. In the back- 
ground can be found J. Will Johnson, who will tell you 
that if you can evade the “clark” in the offices on the 
“tight little Isle” you will be accorded a hearty English 
welcome that you will not want to forget. 


There is nothing unusual in a railroad man leaving the 
service to become a supply man; there are probably hun- 
dreds of such cases on the pier. But it is a rare occur- 
rence when a supply man goes back to railroad service. 
T. J. Ryan, master mechanic of the Atchison, Topeka & 
Santa Fe at Raton, N. M., left railroad service some 
years ago to go into the supply field, but is now back in 
the big game. This is Mr. Ryan’s first convention. 


Mr. and Mrs. Towson Price from Washington, D. C., 
arrived just in time for the Grand Ball Thursday night 
and spent a busy Friday and Saturday viewing the ex- 
hibits. Mr. Price was formerly with the mechanical de- 
partment of the Erie Railroad and the Interstate Com- 
merce Commission, but is now. assistant examiner in the 
Railroad Division of the Patent Office. He has special- 
ized on cars and was very favorably impressed with a 
number of the side frame exhibits. 


One of the members of the executive committee of 
the Railway Supply Manufacturers’ Association had a 
rather difficult task to perform on Sunday morning. He 
found Bill Sample on the boardwalk wearing badge 3553. 
This happened to be a ladies’ badge and Bill was in- 
formed that something was-wrong and that he would not 
be able to enter the pier wearing it. He was able to 
clear himself, however, by referring to the enrollment list, 
showing that the badge in question belonged to his wife. 


Frank Thomas, who has made such a remarkable rec- 
ord in heading up the training of apprentices on the 
Santa Fe, found it necessary to go West on Saturday. 
This is Mr. Thomas’s second trip East within the last 
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two weeks. He attended the annual meeting of the Na- 
tional Association of Corporation Schools week before 
last. He is one of the few railroad men who have been 
active factors in developing this organization to its pres- 
ent high point of prestige and influence. 


There’s a man in the vertical turret lathe booth who 
has been hot footing it so much between there and the 
Republican convention bulletins that he claims to have 
worn a trail between the two points. The gentleman re- 
ferred to is John Bierne of the Bullard Machine Tool 
Company. Mr. Bierne, once a campaign manager for 
one of our past presidents of the United States knows 
what is going on and how it is done, and is watching 
developments like a cat at a rathole, 


A. M. Dow, general foreman of freight car repairs of 
the El Paso & Southwestern, is interested not only in his 
own department but has been attending the sessions 
throughout the convention. It must have been modesty 
that kept him silent when one of the members inquired 
about the application of scheduling systems to car re- 
pairs, or Mr. Dow has devised a method that has enabled 
him to handle both the building of new cars and the 
making of heavy repairs in record time. 


A. W. Gibbs, chief mechanical engineer of the Penn- 
sylvania, has not been able to give the convention his 
usual thorough attention, his mind being more or less 
distracted by the marriage of his daughter “Mim” on 
Friday last, to Landroth Lee Layton, a business man of 
Georgetown, Del. Mr. Gibbs, accompanied by Mrs. 
Gibbs, visited the pier on Saturday with three of the 
bridesmaids. That he was somewhat flustered is indi- 
cated by the fact that when he was asked the name of 
the bridegroom he replied “L*.” 


Felix Harmer, son of the general manager of Alfred 
Herbert, Ltd., Coventry, England, is at the convention 
assisting in the demonstration of the machine tools Al- 
fred Herbert, Ltd., are exhibiting. Mr. Harmer is a 
sales engineer for this company and is to remain in the 
United States for some time. This is his first visit to 
the United States and he has found the convention most 
interesting and has specially remarked upon the interest 
the attending members have taken in the exhibits. 


The editors of the Daily were taken to task Friday 
morning by M. H. Haig, mechanical engineer of the 
Santa Fe and chairman of the Committee on Safety Con- 
nections Between Engine and Tender. The main pur- 
pose of this committee was to show how to prevent any 
possibility of accidents or failures. The artist of the 
Daily, however, in order to prepare an attractive illustra- 
tion to head the report, showed a fireman falling down 
between the engine and tender when they became separ- 
ated because of the failure of the safety connection. 


Far-away Texas enters the competition with Australia 
and Argentina for the long-distance travel to the Pier 
this year in arrival of James W. Cain, a director and 
consulting engineer of the Gulf, Texas & Western at 
Houston, Texas. “Jimmie,” as he is affectionately known 
in railway supply circles, was once on “the other side of 
the fence” when he was, for several years, chief engineer 
of the McCord Manufacturing Company, of Detroit, and 
subsequently vice-president of the G. F. Cotter Supply 
Company, of Houston. 


An interesting example of the possibilities of advance- 
ment for college men in railroad service is the record of 
the first class in railway mechanical engineering at Cor- 
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nell University. Of the eight men enrolled, three are 
superintendents of motive power and one is a former su- 
perintendent of motive power now on the railway board 
of mediation. These men are George Edmunds, of the 
Delaware & Hudson; B. F. Flory, of the New York, 
Ontario & Western; W. E. Dunham, of the Chicago & 
Northwestern, and F. F. Gaines, of the Railroad Admin- 
istration. 


U. K. Hall, general storekeeper for the Union Pacific, 
stopped over in Washington on his way to Atlantic City 
from Omaha. Mr. Hall was with the Railroad Adminis- 
tration as assistant manager of the Stores Section and 
reports that the offices in the Hurley-Wright building 
look somewhat deserted. Work on the 1917 inventories 
submitted by the railroads is just getting under way, and 
it will be next fall before a start can be made on the 
inventories submitted at the termination of federal con- 
trol. Mr. Hall says that he will not vote for Mr. Wilson 
or Mr. McAdoo if either is nominated. 


The Westinghouse exhibit had an unfamiliar appear- 
ance on Saturday due to the absence of three prominent 
officers of the company. A. L. Humphrey, who at one 
time served in the Colorado legislature, could not resist 
the fascination of the Republican National Convention at 
Chicago. He will, however, attend the remaining ses- 
sions of the convention. Mr. and Mrs. W. S. Bartho- 
lomew left or the week-end to attend the commencement 
exercises at the Massachusetts Institute of Technology, 
where their son, John, graduates this year. H. H. West- 
inghouse was detained in Pittsburgh, but is expected to 
arrive to-morrow. 


One of the former regular attendants at the conven- 
tions who are most missed this year is M. K. Barnum, 
who died a few months ago. Mr. Barnum long was one 
of the most prominent and influential railway mechanical 
officers in the country, and at the time of his death was 
assistant to vice-president of the Baltimore & Ohio. He 
had filled at one time or another almost every important 
office in the Master Mechanics’ Association and the 
Master Car Builders’ Association, and no man came to 
the conventions who was more respected and beloved 
by his fellow mechanical officers. 


G. W. Kelly, master blacksmith of the Central Rail- 
road of New Jersey, came down from Elizabethport to 
spend the week-end studying the exhibits. It will be 
recalled that Mr. Kelly’s son, W. A., was awarded one 
of the Master Mechanics’ Association scholarships at 
Stevens Institute of Technology. He is now in Kobe, 
Japan, for Joseph T. Ryerson & Son, installing extrusion 
machinery in a brass plant. Another son, Philip, was 
overseas with the 11th Engineers, returning as a first 
sergeant. He has recently been made a mechanical in- 
spector for the Central Railroad of New Jersey at Eliza- 
bethport, and is now assigned to the drafting room. 


St. Louis’ genial “Vic” Bell, manager of the American 
Steel Foundry Company’s branch in that city, sits admir- 
ingly in his booth on the pier and contemplates the grace- 
ful lines of the 120-ton capacity six-wheel truck. It 
weighs 6,000 Ib., but if rumor has anything to do with it, 
that’s a mere bagatelle, for “Vic” plans to use it as a 
model on his trips this year. He believes that his scheme 
will work and he plans to drag the truck into the shop 
yard with a locomotive. He banks on the certainty of 
the ensuing commotion which will bring the S. M. P. 
out of his hole on the jump, and therefore start an argu- 
ment. 
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The experiences of Col. G. H. Emerson in Siberia, re- 
lated elsewhere in this issue, remind us that one of the 
members of the General Committee of Section III, W. H. 
Winterrowd, chief mechanical engineer of the Canadian 
Pacific, had a most interesting experience in European 
Russia in 1916. He accompanied Sir George J. Bury, 
who had been sent to Russia by the British Government 
as a transportation advisor ; indeed, it was for this service 
that Sir George was knighted on June 3, 1917. Condi- 
tions were anything but safe and pleasant when Sir 
George and Mr. Winterrowd were in Russia, and several 
times it was necessary for them to dodge bullets in the 
streets of Petrograd. 


F. P. Pfahler,. who was chief mechanical engineer of 
the Railroad Administration and recently returned to the 
service of the Baltimore & Ohio, spent Saturday on the 
pier. He is a member of a committee which has been 
appointed to look into the advisability of electrifying 
one or two divisions of the Baltimore & Ohio. With the 
three other members of the committee, J. H. Davis, elec- 
trical engineer; G. D. Brooke, superintendent of trans- 
portation; and A. G. Boughner, superintendent of freight 
train operation, he made a trip of over 9,000 miles in 
which the committee studied conditions on the electrified 
section of the Chicago, Milwaukee & St. Paul, the elec- 
trified division of the Southern Pacific out of Oakland, 
the Pacific Electric Railway, and the electrified sections 
of the New York Central, Pennsylvania and New York, 
New Haven & Hartford. 


R. H. Aishton, president of the American Railroad As- 
sociation, arrived in Atlantic City from Washington Fri- 
day, and spent Friday evening and Saturday morning 
visiting the exhibit on the pier and holding conferences 
with Chairman Tollerton of the Mechanical Section and 
others officers of the A. R. A. who are here. Mr. Aish- 
ton formerly was president of the Chicago & North- 
western, and under Government operation was regional 
director, first of the entire Western region and then of 
the Northwestern region. As president of the American 
Railroad Association since private operation was adopted 
he has been working very hard bringing about needed 
co-operation between the railways themselves and _ be- 
tween them and the Interstate Commerce Commission. 
He came to the conventions last year, and was so enthu- 
Siastic about the work done and the exhibit of equipment 
and supplies that he had planned to spend a week here 
this year, but other duties made this impossible. 


Henry Bartlett, formerly of the standardization com- 
mittee of the United States Railroad Administration and 
chief mechanical engineer of the Boston & Maine, has 
been visiting in England for several months. In a recent 
visit to Sir Eric Geddes, the Minister of Transport of 
Great Britain, he was asked to give a detailed account of 
the experiences of the United States in the standardiza- 
tion of equipment during the time the railways were 
under government control. The Ministry of Transport, 
among other things, is working on the standardization of 
equipment for English railways, but as yet nothing 
definite has been accomplished. A committee made up 
of prominent mechanical officers of the English railways 
has been formed to handle this matter. Mr. Bartlett, 
from his experience with the work done in the United 
States, will be in an excellent position to give the Min- 
istry of Transport some valuable information on the 
standardization work done in this country. In speaking 
to one of our representatives a short time ago he said 
that he was very sorry not to be able to attend the con- 
= and desired to be remembered to all of his friends 

ere. 
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New Shop Equipment and Tools 


VERYONE FAMILIAR with the conditions governing 
E, railway shop operation at present is convinced of 

the imperative necessity for more machine tools and 
shop equipment. Especially is it necessary to replace 
obsolete by modern, improved equipment. Most of the 
new or recently improved equipment exhibited this year 
was described in the June Shop Equipment Number of 
the Railway Mechanical Engineer, the subscribers to 
which receive copies of the Daily Railway Age. In the 
following article we shall call attention briefly to these 
new machine tools and shop equipment. 


Tap Grinding Machine 

There are many advantages in the use of tap grinding 
machines over the old method of holding taps against 
the grinding wheel by hand. It is practically impossible 
to hold a tap in this way and obtain the proper amount 
of clearance, and if the clearance is correct on one flute, 
the chances are very small that the remaining flutes will 
have the same clearance. Not only is the clearance non- 
uniform when a tap is ground by hand, but the same 
condition holds with regard to the taper. In order to 
secure a good cutting tap with the proper clearance and 
flute taper, it is necessary that the grinding operation be 
performed on some type of machine. A line of machines 
developed especially for this purpose has been placed on 
the market recently by the Grand Rapids Griding Ma- 
chine Company, Grand Rapids, Mich., and is exhibited 
at Space 191. A detailed description of these machines 
is given on pages 405 and 406 of ‘the June Railway 
Mechanical Engineer. 


High Speed Steel Saw 

An interesting example of circular saws with inserted 
high speed steel teeth is being exhibited by the Simonds 
Manufacturing Company, Fitchburg, Mass., at Space 
308. This line of saws was specially designed not only 
for use in blacksmith shops for cutting up bar stock of 
all kinds, but in machine shops for cutting out the forked 
ends of motion work and main rod straps. A description 
of the Simonds saws is given on page 407 of the June 
Railway Mechanical Engineer. 


Portable Pneumatic Tools 

Several new sizes of small portable pneumatic tools 
are being exhibited by the Ingersoll-Rand Company, New 
York. These machines were described in detail on page 
413 of the June Railway Mechanical Engineer, and in- 
clude a No. 8 close quarter drill, Nos. 601 and 602 high 
speed pneumatic grinders and Nos. 600 and 6 light- 
weight pneumatic drills. The machines are additions to 
the line of Little David tools developed by the Ingersoll- 
Rand Company. They are easy to handle and econom- 
ical in air consumption, being well adapted to the lighter 
railway work usually done on machines of this type. 


Staybolt Cutter and Yoke Type Riveter 
Among the tools of particular interest to railway men 
being exhibited by the Baird Pneumatic Tool Company, 
Kansas City, Mo., are a one-man operated staybolt cutter 
and a yoke type ‘riveter. Both machines are described 
in detail on page 419 of the June Railway Mechanical 
Engineer. ‘The staybolt cutter has a capacity to cut 
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staybolts up to 1% in, in diameter at a rate of approx- 
imately 1,200 per hour. The machine is composed of a 
15-in. air cylinder, the piston of which connects directly 
through a toggle joint with a pair of lever arms, into 
which the removable cutter knives are securely fastened. 
These knives are of sufficient strength to withstand the 
heavy pressure required in clipping staybolts. The ma- 
chine is designed to be operated by one man, and, on ac- 
count of its light construction and the convenient posi- 
tion of control valves, it can be operated easily. The 
yoke type riveter is designed for use in the con- 
struction of truck frames, tank frames and locomotive 
boiler work. Like the staybolt cutter, this machine is sus- 
pended through the center of gravity and can be easily 
operated by one man. Particular care has been taken in 
the construction of both tools to eliminate exposed mov- 
ing parts which might catch the clothing or person of the 
workman. The operation of the lever and toggle joint 
practically eliminates danger of personal injury. 


High Speed Milling Cutters 


The exhibit by Goddard & Goddard Company, Detroit, 
Mich., includes two high speed milling cutters with im- 
proved tooth design. These two mills are made, one 
with adjustable inserted teeth and the other with deeply 
cut, solid teeth; their careful design and construction 
insure maximum life and quantity production. A de- 
tailed description of both cutters is given on page 420 of 
the June Railway Mechanical Engineer. 


Electric Rivet Heater 


A rivet heater of the electric conduction type with the 
rivets heated by the passage of an electric current is 
being exhibited in the booth of the American Car & 
Foundry Company. This rivet heater, known as the 
Berwick, combines the many advantages of the electric 
furnace, including cleanliness and the elimination of gas 
and smoke. The body of the rivet becomes hotter than 
the head, due to its smaller cross section; this is an im- 
portant advantage. The heat is applied exactly where 
needed, and the head being cooler, is less likely to be 
marred by the backing-up tool. Rivets can be heated, 
cooled and reheated a number of times without harmful 
oxidation, and as many as 1,400 rivets can be heated in 
an hour with a single machine. The machines operate on 
alternating current voltages from 110 to 550 volts. A 
description of the heater is given on page 428 of the June 
Railway Mechanical Engineer. 


Universal Milling Machine 


The No. 2 universal milling machine exhibited at the 
booth of Joseph T. Ryerson & Son, Chicago, IIl., is a 
newly developed tool, designed to meet the most exacting 
modern milling requirements. This machine, which was 
described in detail in a recent issue of the Railway Me- 
chanical Engineer, has a most interesting feature in the 
arrangement for driving by helical gears. The advan- 
tages of this form of drive in greater steadiness and 
more uniform cutter driving torque have long been 
recognized, and difficulties in obtaining a sufficient range 
of speeds are entirely overcome in the Ryerson-Conrad- 
son machine. Twelve spindle speeds are available, rang- 


ing from 17 to 290 r. p.m. The feed drive is positive 
from the primary shaft by means of a chain and sprocket. 
A total of 16 feed changes, ranging from 16 in. to 22.3 





































in. per minute can be obtained. The machine may be 
furnished in either the plain or universal miller type. 


Selective Head Engine Lathe 


The 22-in., high power, selective head, engine lathe 
exhibited at Spaces 174-176 is one of the line of Ryerson- 
Conradson lathes placed on the market recently by 
Joseph T. Ryerson & Son, Chicago, Ill. These machines, 
made in four sizes to swing work up to 33 in, in diameter, 
are intended for quantity production as well as general 
machine shop work. An interesting departure from the 
usual lathe construction consists in bolting the motor to 
the lathe bed and having the armature shaft direct con- 
nected to the main drive shaft. This does away with 
belts, tension idlers and chain drives. If for any reason 
a reversing motor is not desired, a constant speed motor 
with spindle reversing attachment may be provided. 
Changing from belt to motor drive, or vice versa, can 
be accomplished with practically no loss of time and at a 
small cost. Other important advantages of this line of 
engine lathes include a herringbone gear drive to the 
spindle, exceptional speed range, all gears permanently 
in mesh, and a special design of the apron feed mechan- 
ism. A detailed description of these lathes will be found 
on page 411 of the June Railway Mechanical Engineer. 


Electrode Holder 


NEW arc welding electrode holder is being exhibited 

A by the Transportation Engineering Corporation, 
New York. The special features are its simplic- 

ity and the provision made for easily replacing the parts 
damaged by use. It is also designed so that there are no 
projecting parts to be burnt off and damaged in service. 
The holder consists of a copper casting provided with 

a leaf spring clip, the tension on which is adjusted by a 

















“Tecor” Welding Electrode Holder 


brass wing nut. Spring adjustment is only made when 
changing from one size electrode to another. The holder 
is also provided with a wooden handle and a fiber disc 
shield. The copper casting is grooved at the end to hold 
the electrode rigid at two angles. If desired the holder 
is furnished with five feet of special extra flexible weld- 
ing cable. To use the holder, the electrode is forced be- 
tween the copper jaw and the spring clip. Then, when 
that electrode is burnt down, a new one is inserted and 
given a slight twist which pries the clip away from the 
copper jaw allowing the stub end to drop out. This 
operation is repeated as each electrode is used up. 
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Hold Tite Nut Lock 


HE NUTLOCK CORPORATION, Brooklyn, N. Y., is 
43 manufacturing a nut lock which is entirely different 
in form and method of application from other nut 
locking devices. The lock resembles an ordinary button, 
the center of which has been punched out, leaving in- 
wardly projecting teeth, the surface of which are con- 
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Hold Tite Nut Locks 


siderably dished. This nut lock is threaded onto the bolt 
until the teeth come in contact with the flat surface of the 
nut. Then a second nut is screwed down on top of this 
nut lock or a larger nut is slipped over the bolt and ham- 
mered down on the lock so as to flatten it out, after which 
operation the second nut is removed. As the nut lock 
which was originally dished out has been flattened over 
the top of the nut, the inwardly projecting teeth engage 
the threads of the bolt so tightly that there is little chance 
of the nut lock turning. Moreover, as the lock exerts a 
constant pressure on the nut as well as the bolt, vibration 
which would tend to loosen the nut is eliminated. 

As the pressure exerted by the nut lock is against the 
base of the threads there is no danger of the threads 
being damaged. 

This nut lock has all the merits of simplicity and is 
effective in its application. Samples of these nut locks 
will be found on exhibition in the booth of the Robinson 
Connector Company. 
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Two New Pedestal Type 
Truck Side Frames 


truck side frames are found in the two new types 
exhibited by the Scullin Steel Company, St. Louis, 
Mo. Both are of the pedestal type. 


[ruck sie VARIATIONS from conventional designs of 


One uses a special 


design of pedestal which holds the standard A. R. A. 
journal box without bolts, pins or tie bars. In the other 
side frame the top of the pedestal is rounded to receive 
a new design of box which dispenses with the usual 
journal box wedge. 

The truck side frame shown in the photograph is so 
arranged that it may be used with any of the A. R. A. 








Pedestal Type Truck Using Standard M. C. B. Journal Box 


journal boxes. It is similar in design to the U.S. R. A. 
frame. This frame is made in -two styles, the only 
variation being in the width of the pedestal jaws. The 
jaws are applied to the journal boxes between the jour- 
nal box bolt lugs and the housing for the dust guard. 
When applying the frame to the journal box the jaws 
are lowered until they clear the bottom of the journal 
box bolt lugs. The box is then slid inwardly until the 
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between the journal box bolt lugs and the dust guard 
housing. 

All pedestal trucks heretofore used have employed 
special journal boxes, making repairs to cars when on 
foreign lines difficult. Such trouble is avoided by this 
design. In addition the weight of the truck is materially 
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Journal Box Which Eliminates Wedge and Shims Used to 
Adjust Coupler Height 


decreased as the journal box tie bars, rivets and brackets 
are therefore eliminated. 

The elimination of the journal bearing wedge is the 
principal feature of the new Scullin truck side illustrated 
in the drawings. The top of the journal box is crowned 
so that it performs the same function as the journal 
bearing wedge used in connection with the A. R. A. box. 
The journal box bearing of this side frame is straight. 
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Pedestal Truck Side Designed to Use Special Journal Boxes 


center line of the journal box coincides with the center 
line of the side frame. The side frame is then lowered 
into the proper position. A pocket around the entire 
journal box bearing fits over the journal box lugs and 
prevents undue lateral or vertical movement between the 
box and the frame. The principal function of the ped- 
estal jaws is to provent separation of the journal box 
and frame should the car become derailed or when rais- 
ing a complete truck off the track. It is impossible for 
the frame and box to separate without removing the 
journal bearing wedge and brass. In the other type 
referred to the pedestal jaws are made relatively wide 
and are applied from the outside of the box instead of 


By making a special journal box of this type it is pos- 
sible to reduce the length of the curve of the bottom 
side member of the side frame at the journal box bear- 
ing, which greatly reduces the stress in this member, 
consequently enabling the designer to make a lighter side 
frame. The journal box is arranged with slotted holes 
in the retaining lugs so that shims may be inserted 
betwen the journal box bearing of the side frame and 
the top of the journal box for adjusting coupler heights. 

This design of truck side frame greatly reduces the 
weight per car, in addition to being a much stronger 
construction than one of equal weight using A. R. A. 
journal boxes. 
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Friction Draft Gear of High Capacity 


MODIFICATION of the heavy type friction draft gear 

manufactured by the Gould Coupler Company, 

Depew, N. Y., has recently been developed for 
the purpose of meeting the hard service conditions 
imposed by cars of over 50 tons capacity and also for 
locomotive tenders in heavy switching service. The new 
design is similar to the company’s type FDG 175, but 
has a compound angle wedge. This enables the lighter 
buffs or shocks to be taken up on the low angle wedge 
surfaces, the heavier blows being dissipated as the high 
angle surfaces are brought into action. 

The gear, which is shown in the illustration, is desig- 
nated as type FDG 325. This gear has a total friction 
travel of 344 in. and measures 8% in. by 12¥% in. by 
22% in. overall, one follower being cast integral with 
the gear casing. With the addition of one follower, 24% 
in. thick, this gear will fit into the present standard 
A. R. A. draft gear space. The gear weighs approx- 
imately 350 lb. in working order. 

This gear consists essentially of a cast steel housing, 
provided at the open or friction end with inclined wedge 
faces of varying angularity. These inclined wedge faces 
co-operate with corresponding faces on two case-hard- 
ened cast steel wedge plates as they are moved inwardly 
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Gould Friction Draft Gear With 3% in. Travel 


towards the closed end of the housing. Between the 
two wedge plates are interposed two sets of curved tem- 
pered steel leaf springs, the convex sides of each group 
facing each other and the ends of the groups bearing 
against each wedge plate. The inner edges of the wedge 
plates and the springs bear against a wrought steel fol- 
lower, which moves longitudinally through the housing. 
A high capacity double coil release spring is placed 
between th closed end of the housing and this follower. 
It will be noted that the wedges are interlocked in the 
gear housing, the leaf springs being driven in under 
sufficient compression to facilitate handling without loss 
of parts. 

In buffing or in pulling, the wedge plates are forced 
inwardly over the low angle surfaces at each corner of 
the wedge box or housing for a distance of approx- 
imately two inches, when they pass over to the high 
angle surface at the center, this movement continuing 
through an additional distance of 1% in. The inward 
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movement of these wedge plates forces them laterally 
towards each other and compresses the leaf and ¢ojj 
springs, this action continuing until the gear is closed 
solid. Upon removal of the load, the wedge plates anq 
springs are restored to their normal position by the 
double coil release springs. 

This gear, when fitted with 24 leaf springs, develops q 
resistance of approximately 325,000 lbs. The capacity 
may be decreased if desired by the removal of one or 
more pairs of springs. The consequent lost motion 
between the wedge plates may be taken up either by the 
use of shims or by wedge plates of increased width. 

This gear is entirely self-contained and is of all-steel 
construction throughout. The bearing surfaces have q 
sufficiently large area to keep the pressure per square 
inch within a reasonable limit, and thus prevent the cut- 
ting or gouging out of the metal during movement. 

The spring-loaded wedge principle is embodied in the 
design of this type of gear. By this construction the 
maximum bursting stress induced in the mouth of the 
friction housing is never greater than the stress caused 
by the spring load at full closure of the gear. As these 
stresses are well within the elastic limit of the material 
in the casing, no trouble is encountered by the stretching 
or splitting of the housing at this point. 


A New Centering Side Bearing 


RACK AND COUNTERWEIGHT are used to secure the 
A self-aligning feature in the new Barber No. 5 side 

bearing, exhibited by the Standard Car Truck 
Company, Chicago. The bearing is of the single roller 
type, the roller being 4% in. in diameter and 3% in. 
long. A pin passing through the roller carries on each 
end a counterweight with a small segmental gear. The 
two gear segments mesh with racks on the housing and 
thus the counterweights tend to return the roller to its 
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Side Bearing at End of Travel Showing Action of Rack 
and Counterweight 


center position. The roller travels 134 in. each side of 
the center, which provides for 314 in. movement between 
the car body and the truck bolster in either direction. 

The load is distribtited directly through the roller to 
top and bottom steel wearing plates and no load is car- 
ried on the housing or the trunnions. Large openings are 
provided in the housing to allow dirt to pass out. The 
racks are provided with inclined surfaces between the 
teeth for the same purpose. The roller is free to turn 
on the center pin at any position and ample freedom is 
provided at all points of contact to insure positive action 
and reduce wear to a minimum. 
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Westinghouse Type “N” 
Friction Draft Gear 


FRICTION DRAFT GEAR, with a low initial resistance, 
A in which provision has been made for readily tak- 

ing up wear is being exhibited by the Westing- 
house Air Brake Company, Pittsburgh, Pa., during this 
year’s convention. The movable parts of the gear are 
housed in a steel casing of rectangular cross section 
which is not subjected to wear, and the gear is entirely 
self-contained. 

As will be seen in the drawing, the friction elements 
operate against a set of five coil springs. The four outer 
springs are connected in pairs by follower plates, against 
which the ends of the intermediate or movable friction 
plates have their bearing. In the center is a double coil 
spring, on which rests the inner end of a wedge, the 
outer end of which always bears against the follower 
plate. In release position the wedge extends beyond the 
ends of the movable friction plates, so that it is the only 
movable element to act on the initial compression of the 
gear. 

In operation, as the gear is compressed the wedge tends 
to separate the wedge plates between which it is placed, 
at the same time compressing the double coil spring in the 
center of the case. The lateral thrust thus produced 
causes the casing friction plates, which are stationary, to 
grip the intermediate friction plates. As the motion con- 
tinues the wedge plates, the outer faces of which are 
slightly tapered, are driven into the casing and energy 
is absorbed between the wedge plates and the inner cas- 


ing friction plates and between the wedge plates and the 
CASING FRICTION PLATES WEDGE PLATE 
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INTERMEDIATE FRICTION PLATES 


The Type “N” Friction Draft Gear 


wedge itself, the latter being squeezed outward with rela- 
tion to the wedge plates as they are driven inward. As 
the travel of the wedge proceeds the follower plate comes 
in contact with the ends of the intermediate friction plates 
and further movement is subjected to the additional re- 
sistance required to drive these plates between the heavily 
compressed casing plates against the outer coil springs. 
As this movement continues, the friction is increased by 
the increased lateral pressure from the wedge plates. 

In release the cycle is reversed and no return motion 
of the intermediate friction plates takes place until the 
wedge has been forced back between the wedge plates 
by the center coil spring, thus relieving the friction on 
the friction plates. 

The initial travel of the wedge meets with a compara- 
tively low initial resistance until the friction plates come 
into operation. This provides slack to insure the smooth 
starting of long trains. The casing is not subjected to 
wear, as none of the moving parts come in contact with 
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it. The parts subjected to wear are of simple form and 
are readily replaced. Replacements for wear, however, 
are not likely to be necessary, as the gear provides the 
possibility for a wide range of adjustment simply by the 
application of liners between the outer casing friction 
plates and the housing. The parts are all held together 
in the casing by a key and are under initial compression. 

This gear has a high capacity, and the one on exhibi- 
tion has been in service at the rear end of a locomotive 
tender for several years. 


Alternating and Direct 
Current Headlight Sets 


HE PYLE-NATIONAL COMPANY, Chicago, is exhibiting 
two new headlight sets. They are very similar in 
appearance and some of the parts of both are 

interchangeable. 

The alternating current set includes an induction type 
generator and is designed to meet the demand for a 
500-watt outfit that will operate with a minmum of 
supervision. ‘The cast envelope has a top exhaust, a 
side intake, and is 20% in. long, 11% in. high and 11% 
in. wide. The supporting,surfaces of the feet are ma- 
chined and interchangeability with previous designs is 
provided for. 

The turbine is an improved radial impulse type. The 
exhaust pressure is reduced to a very low value and no 
friction packing is used. The shaft with all rotating 
parts attached is carried on. two heavy ball bearings. 
These bearings are housed in renewable sleeve bushings 
so as to make the compensation for ball bearing race 
wear simply a matter of bushing replacement. A posi- 
tive splash system provides lubrication for the bearings 
and the speed and voltage governing mechanism. Hard- 
ened steel is used for governor friction members and a 
novel arrangement is provided for prolonging the life 
of these members. Adjustment is accomplished by the 
screwing in of an anti-friction plug. 

A balanced piston type governor valve controls the 
steam to the three-stage nozzle and no speed adjustment 
is necessary for steam pressures between 100 Ib. and 250 
Ib. Should normal speed regulation fail, a safety device 
automatically cuts down the steam to a quantity just 
sufficient to support minimum illumination until the dis- 
turbing cause can be removed. 

The dynamo is of the induction alternator type and 
consists simply of a special rotor revolving in a perma- 
nent magnetic field. The field consists of two laminated 
pole pieces connected by permanent magnets of low flux 
density. The winding consists of but two coils of a few 
turns each, mounted on the central extension of each 
pole. The machine has no commutator, no brushes, no 
coils on the rotor, and it is claimed that it cannot be 
injured by short circuits or overload. 

The direct current set differs from the alternating 
current machine principally in the design of the gen- 
erator. The turbine runners are interchangeable. The 
armature is of the drum type and is form wound. The 
field has consequent poles, vertical laminated magnets 
and horizontal pole pieces. Binding posts are omitted 
for lead terminals in view of the development of conduit 
wiring of locomotives. All rotating parts may be re- 
moved without disturbing the insulation or the electrical 
connections. The speed of the machine is 3,000 r.p.m. 
and it weighs 150 lb. It is claimed that the variation in 
speed due to steam pressure variations between 100 Ib. 
and 250 Ib. is less than one per cent. 
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Bettendorf Swing Motion Truck 


NEW ADAPTATION of the well-known swing motion 
A truck has been developed in the past few years by 

the Bettendorf Company, Bettendorf, Iowa, for 
cars wherein it is desirable to obtain easier riding quali- 
ties than the ordinary freight car. This truck is illus- 
trated herewith and comprises the Bettendorf one-piece 
side frame, with journal boxes cast integral. The cen- 
tral opening in this side frame is arranged to receive 
a carrying transom, having at its erids interlocking bosses 
which fit into recesses provided in the lower member of 




























































General Arrangement, New Swing Motion Truck 


the side frame to hold the ends of the transom in proper 
relation with the side frame. 

From the transom are suspended swing hanger links 
of the usual type, having lower pivots or axles on which 
a spring plank rests. The bolster in turn is supported 
on springs, which may be either elliptic or helical and 
rest in turn on the spring plank itself. This construction 
provides the usual swing motion wherein the spring 
plank, together with the springs and truck bolster, are 
permitted to have a limited side motion within the 
transom. 

The Bettendorf Company states that up to the present 
time upwards of 5,000 cars are now equipped with this 
style of truck. These trucks are popular among the train 














Bettendorf Swing Motion Truck, Dismantled 


crews on account of the good riding qualities of caboose 
cars equipped with the Bettendorf swing motion truck. 
To dismantle these trucks it is only necessary to raise 
the transom from its interlocking engagement with the 
side frame; the wedges and bearings are removed in the 
usual manner and the side frame can then be slipped off 
the ends of the journals without disturbing or removing 
any other parts from the truck, not even the brake 
arrangement, as shown in the accompanying: illustration. 
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Stanforge Draft Gear 


HE STANDARD ForGINcs CoMPany, Indiana Harbor, 
T Ind., has a new draft gear on exhibition this year 
which embodies several interesting features. All 
parts entering into the construction of the Stanforge 
draft gear are of forged steel. By the use of drop 
forged steel great strength and long wearing qualities 
are obtained, as well as precise dimensions of all the 
parts. With such precision the parts of the gear fit to- 
gether perfectly when assembled. 
The parts are housed in a forged barrel which is 
never subjected to frictional wear, being protected on 


‘each side by the friction plates. 


The triple coil spring with which this draft gear is 
equipped is made with one long outside coil to receive the 
initial compressions, and after the gear has been com- 
pressed to one-half of its travel, the two inner springs 
start to compress in conjunction with the outer coil, 
offering an increasing resistance as the coils approach 
their solid height. The springs in this gear are pro- 
tected from ever being worked solid. 

In action the gear is most sensitive and responds to 
light buffs with the same softness as the spring gear and 
with sufficient recoil under all conditions. 

Under buff or pull, the action of the gear is the same, 
that is, the triangular blocks slide transversely on the 
follower plate toward one another and at the same time 
move longitudinally into the barrel, giving a resultant 
direction of force at a 60-deg. angle, causing a pinching 
action on the rocking center blocks which, in turn, rotate 
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Cross-Section of the Stanforge Draft Gear. 
Show Closed Position 


Dotted Lines 





about the pin and open up inside the barrel so as to exert 
a powerful transverse pressure on each of the integral 
spring seat and side blocks. 

The rocking center blocks and the integral spring 
seats and side blocks move twice as fast as the triangular 
blocks, therefore, have double the travel with the result 
that the wear on the longitudinal friction plates is dis- 
tributed over double the area when compared to draft 
gears which do not possess this differential movement in 
the frictional members, 

It is claimed that the superior quality of materia! en- 
tering into the construction and the precision with which 
the several parts of this gear are manufactured, insure 
perfect protection to a car for a long period of years 
without loss of capacity or length of travel. The gear 
is made compact and self-contained with no protruding 
members which might become damaged by a wreck or 
derailment, rendering the gear practically indestructible. 

Should it become necessary to take up any wear due 
to friction, this is easily accomplished by introducing be- 
tween the scissors or rocker blocks a pin of increased 
diameter, the increase being equivalent to the sum of 
the wear on all frictional surfaces. By so doing the 
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parts are restored to their original position. As the 
spring and other principal parts are housed they are 
protected from the weather and interference from out- 
side causes. 


Rotary Shears for General Work 


TRAIGHT LINES ON SHEET METAL can be cut more 
S quickly by rotary shears than by any other type of 
machine except long bladed shears cutting the entire 
length at one stroke. Furthermore, it is possible to cut 
irregular zigzag shapes or openings in sheets without 
cutting in from the sides and these different uses make 
rotary shears valuable general purpose machines. 
Recent improvements in rotary shear construction have 
been embodied in the line of machines manufactured by 
the Quickwork Company, St. Marys, Ohio, and exhibited 
at spaces 116-118. These machines are made in seven 
sizes to cut sheet metal up to and including one inch 
thick. The No, 40 shear, illustrated, has a capacity up 
to and including one-half inch. 
Either belt drive or motor drive can be provided and 
the specifications call for a 10-hp. motor with shaft L 
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Rotary Shear with Indicating Attachment. Shear No. 40. 
48 in. Throat, Weight 132,000 lbs. Cuts 1% in. Thick 
Mild Steel and All Lighter Gauges 


arranged to run at 294 r.p.m. The clutch E for starting 
and stopping is conveniently located and three speed 
changes are available by operation of lever F. Arrange- 
ment is made for power longitudinal movement of either 
cutter head, and automatic safety stops eliminate danger 
of running the heads too far. 

Especial attention is called to the indicating attach- 
ment used to facilitate following any desired line. This 
indicator, K, comprises three faces, visible from the front, 
rear and end of the shear. The operator by holding a 


steel pointer on the marked line on the sheet indicates to 
the helper, through the index finger of the face of the 
indicator K, just when, which way, and how much to 
shift the plate to keep it in line for straight shearing. 
The indicator is not essential to working the shears but 
is a great aid to both experienced and inexperienced 
operators. 
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Double Channel Steel End 


STEEL END ADAPTED for use on box or gondola cars 
A designed to secure the maximum strength with 
plates of light section, has been developed by the 
Hutchins Car Roofing Company, Detroit, Mich. Because 
of the similarity of the cross section through the face of 
the end to channels riveted together at their flanges with 
the webs placed alternately inward and outward, it has 
been designated the double channel end. The close resem- 
blance to the trough flooring used in bridge construction 
is also noticeable. 

At the end of each channel are two reinforcing ribs 
which extend around the vertical corners and strengthen 
the side flanges. The inside surfaces are made flush 
with the outside face of the corner posts and the depres- 
sions of the channel section are 2% in. deep. For box 
cars the end is made in two or three sections, each being 
of whatever thickness may be desired. For gondola cars 
one or two sections are used. The nailing strips for the 
lining for box cars bear on flat surfaces and the inner 
faces furnish additional support, thus permitting the use 
of 1%4¢-in. end lining, if desired. 

It is stated that due to the fact that the construction 
gives the maximum section modulus with a given thick- 
ness of plate, this end may be made of %¢-in. material 
and maintain the strength which is considered necessary 
for. box or gondola cars. 


Portable Rivet Forge 


PORTABLE RIVET FORGE has been placed on the mar- 
ket recently by the Hauck Manufacturing Com- 
pany, Brooklyn, N. Y. This forge is provided 
with a 20-gal. oil tank, which is laid flat on the iron 
frame, thus lowering the center of gravity and keeping 
the forge well balanced at all times. Twenty-four inch 

















Hauck Portable Rivet Forge 


wheels used on the forge enable it to be moved about 
easily and it can be pulled across tracks without diffi- 
culty or loss of time. The capacity of the forge is 3,000 
three-quarter inch rivets in an eight-hour day. 

An additional advantage of the Hauck forge is its 
compactness, as the handle works on a swivel and can be 
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swung back when the forge is used between tracks. The 
burner works on the vacuum principle, the oil being 
siphoned from the tank. This is a safety feature, inas- 
much as there is no pressure on the tank which, how- 
ever, is strongly constructed and if desired it can be ar- 
ranged so that the oil is fed under pressure. As shown 
in the illustration, the tank is equipped with a large fill- 
ing funnel with a cover. This prevents dirt or dust 
from settling in the funnel and being washed into the 
tank when the tank is filled. 


Improvements in Vapor 
Car Heating Valve 


MONG THE NEW FEATURES Of the vapor car heating 
A system exhibited by the Gold Car Heating & 

Lighting Company, New York, is an improved 
type of inside vapor valve No. 1112. With the recent 
modifications the construction of this valve corresponds 
closely to that of the No. 887 underhung type. The 
adjusting screw formerly used in the inside valve has 
been entirely eliminated; this elimination is made pos- 
sible by the type of diaphragm used. It is constructed 
in two separate sections joined together as a unit, each 
section separately containing a volatile liquid. Should 
one section fail after long service the remaining section 














Simplified Type of Inside Vapor Valve 


is capable of operating the valve temporarily until an- 
other one is supplied, thus doubling the life of the dia- 
phragm and eliminating the excessive blow of steam 
from the drips. 

The diaphragm unit is capable of a working expansion 
of %6» in., whereas %¢ in. expansion is all that is 
required to operate the valve; therefore, it will handle 
perfectly all steam pressure encountered in car heat- 
ing. 

The ventilating drip horn furnished materially aids in 
flushing the diaphragm chamber with cool air according 
to outside temperatures and speed of the train. At 
terminals where cars lay over, this cooling action is not 
as great and less steam is allowed to enter the radiators, 
the quantity being just enough to keep the cars comfort- 
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able for the receipt of passengers without overheating 

During its first try-out last season laboratory and 
service tests showed the diaphragm to be rugged and with 
a six-pipe radiation this valve handled the system satis- 
factorily in zero weather, giving ample heat with less 
blow of steam from the drips than from the ordinary 
type valves. The new design has reducd the weight to 
16 lbs., complete, no bell cranks or mechanical move- 
ments being used in the operation of the valve. It is 
easily applied to old and new equipment. 


Facilitating Engineering Calculations 


CHART of trigonomertic functions has recently 
A been published in card form by the Monroe Cal- 
culating Machine Company, Orange, N. J. Engi- 

neers have frequent use for the general functions of 
right and oblique triangles and it was felt that if these 
formule were grouped together with illustrations it 
would form a chart which would save considerable time 
in the figure-work of the engineer. These charts have 
an added value inasmuch as a considerable portion of the 
detail work can be delegated to an assistant or clerk 
whose time is not so valuable and who need not under- 
stand the intricacies of trigonometry. For example, in 
the formule for the area of an oblique triangle: 


a? sin B sin C 


Ara= ZSn A 


it is a simple matter for anyone 


to substitute the value of a and the functions from a 
table of sines. 

To further facilitate the handling of the calculations 
—aiultiplications and divisions, additions and subtrac- 
tions—the reverse of the card gives the method of solv- 
ing the formulz on the Monroe machine. The principal 
difficulty in all such work, is the handling of very large 
size numbers, such as the result from squaring the side 
of a triangle or the multiplication of two factors. The 
chart when used with the machine simplifies such work 
so that it is not necessary to work out each part separ- 
ately and in a number of cases all the work may be done 
entirely in the machine, writing only the final answer on 
paper. The formula in which one side, C, equals the 
squart root of a? + b? — 2ab cos C, can be handled in 
a very simple manner, entirely within, and without clear- 
ing the machine, 

Originally logarithms were devised to facilitate calcu- 
lations. large multiplications and divisions, it being easier 
and presenting less opportunity for errors to creep in, to 
add the logarithms instead of multiplying, or to subtract 
them instead of dividing. Logarithms are still used py 
many for multiplication and in trigonometric functions 
also, because of the absence of sufficiently large tables of 
the natural functions of the angle. The natural functions 
are multiplied or divided the same as other numbers. 
With calculating machines that perform large multiplica- 
tions easily logarithms are largely displaced and the 
tables of natural functions used instead. The tables of 
natural functions now published are carried out usually 
to five decimal places and the nearest minute of the angle. 
In some engineering work this is not sufficiently accurate, 
tables of seven decimal places and to the nearest ten 
seconds of angle being desired. To increase the service 
of the Monroe Calculating Machine to the engineering 
field a careful study is being made of the needs in the 
way of methods and tables with the idea of providing 
the necessary facilities to reduce the labor involved and 
insure the accuracy of such figure work. 





